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This little pig went to Shangri La 


Lone a military secret, details of the bombing of 
Tokyo re-emphasize this vital fact: the recent increase 
of American raids on Axis cities would never have been 
possible without the recent spectacular development of 
this nation’s aluminum industry. 

Each year since 1939, this great industry has made giant 
strides in increasing production. Before the end of 1943, 
it is estimated that production of metal will be at the 
rate of 1,050,000 short tons a year—seven or eight times 
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1939 production—and an important percentage of this 
amount will be made by ore reduction plants located 
in the states of Washington and Oregon and served by 
the Northern Pacific Railway. 

Northern Pacific freight cars roll up to these plants 
with alumina ore, roll away with aluminum pig for fab- 
ricating plants. To keep our boys flying over the world’s 
battlefronts, we keep these cars “flying” too, over the 
“Main Street of the Northwest”’. 
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for the 
of the American railroads, America is speeding to victory. * The movement of troops to 


training camps and ports of embarkation ...ammunition for Russia... food supplies for 
China...medical equipment for Australia ... powdered milk for the children of England 
...the services of American railroads to the United Nations cause is limitless. * The Soo 
Line is bending every effort to expedite the war effort, in every way. As a connecting 


link with our ally, Canada, we 


have a double responsibility. We 
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Henry A. Palmer, Editor 


MA Y 8, 


The Batter 


There has been at least one encouraging develop- 
® ment in the functioning of government agency 
‘executives in Washington as a result of the hearings 
‘held by the Senate’s war program investigation com- 
‘mittee on charges by Undersecretary Patterson, of the 
‘War Department, to the effect that the war effort was 
‘being retarded by overzealousness of Rubber Director 
Jeffers in promotion of the synthetic rubber program. 
Specifically, the allegation was that the allocation of so- 
called “‘critical components,” such as heat exchangers, 
condensers, and valves, to synthetic rubber plants had 
brought about a shortage of such equipment for 100 
octane gasoline plants to the extent that high octane 
production now was insufficient to meet army require- 
ments. 

In this issue of Traffic World appears the second 
installment of the Truman committee investigation of 
the conflict between synthetic rubber and high octane 
gasoline, showing ample evidence that Mr. Jeffers 
emerged from the inquiry as hero rather than “heel.” 

The encouraging development mentioned is that 
Mr. Jeffers and Mr. Patterson decided to join hands 
and unite their efforts and talents on a tour of inspec- 
tion of high octane as well as synthetic rubber plants 
for the purpose of “smashing bottlenecks” that impeded 
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Controversy 


production in both types of factories. This, it seems, is 
something that ought to have been tried long ago. It 
should be noted that, according to plans announced by 
Mr. Patterson, production experts from the Petroleum 
Administration for War and the War Production Board, 
as well as experts from the Office of Rubber Director 
and the War Department, would go on the inspection _ 
trip, too, to help in every way possible to expedite the 
two war programs in question. 

Such cooperative effort, rather than complaints 
and cross-complaints from federal agencies dealing with 
war production, is something the American people have 
the right to expect from their government, yet it is 
something almost unheard of, heretofore, in wartime 
Washington. The course followed in many previous 
instances of inter-agency or intra-departmental discord 
has been reorganization of one or another of the 
agencies or the creation of a new agency or “super” 
agency overlapping the functions of existing bureaus, 
boards, or departments. Certainly, the idea of “teaming 
up” to tackle mutual problems is as American as the 
game of baseball, in which a good fielder is expected 
to “back up” the team-mate who gets the chance for 
an assist or putout. 

While Mr. Jeffers not only cleared himself of 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Prin¢iples thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Cordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 
A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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blame for the lag in high octane gasoline production 
reported by Mr. Patterson, but also emphasized that 
his office had been instrumental in bringing about the 
present-day scheduling procedure administered by the 
War Production Board (a procedure endorsed by all 
the witnesses heard by the committee), thus helping 
all the war production programs, the question of just 
who was to blame or if anyone had been remiss in 
connection with the alleged deficiency of high octane 
was not answered fully. 


Chairman Nelson, of the W. P. B., said the army 
had been slow in revising its program for high octane. 
He indicated that maldistribution, rather than any 
shortage of such motor fuel, accounted for insufficient 
supplies at some army bases. Petroleum Administrator 
Ickes said it had been almost impossible to obtain army 
estimates of high octane requirements, contended that 
W. P. B. allocations of materials for high octane plants 
had been entirely inadequate, and complained that he 
had had no voice in W. P. B. councils with respect to 
material allocations to the various programs. Under- 
secretary Forrestal, of the Navy Department, criticized 
the W. P. B. for issuing overriding directives after hav- 
ing instituted its materials-scheduling plan. Under- 
secretary Patterson said W. P. B. had not yet author- 
ized the high octane production that he had recom- 
mended fourteen months ago and said that Mr. Nelson 
was mistaken in the statement that faulty distribution 
was responsible for army gasoline shortages. But, at 
one point, he said his estimates of gasoline needs were 
submitted to W. P. B. through Mr. Ickes’ office; then, 
when advised that Mr. Ickes had supported Mr. Nel- 
son’s contention that present high octane production 
exceeded army estimates of requirements made several 
months ago, he said the estimate he had made early 
in 1942 had been submitted directly to the W. P. B., 
rather than through Mr. Ickes’ office. 

Mr. Jeffers made no criticism of the W. P. B. in 
his prepared statement, but, when asked whether the 
W. P. B. chairman had divested himself of authority 
over the rubber program, as recommended by the 
Baruch committee, his answer was, “Yes and no— 
mostly yes.” His “no” referred to changes made by 
W. P. B. in its directives, he said. Asked whether the 
W. P. B. had interfered with the rubber program di- 
rective, he said, ““No, each time an order interfering 
with it has been issued, it has been recalled.” 


Why had not the situation been discussed jointly 
by the War Department, the Petroleum Administration 
for War, and the Office of Rubber Director? Mr. Jef- 
fers told the committee he didn’t know. But it was 
apparent that he could have made “a well-informed 
guess,” at least. He or some other witness might have 
said that an agency head rated as a newcomer in 
Washington found that he had to deal with prima 
donnas who, like Mr. Ickes, were willing to cooperate— 
when they could have their own way—and that there 
were coordinators of everything, but no coordinator 
of administrators. That may have been the situation 
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that Mr. Jeffers had in mind when he said he wanted 
to get his rubber program working smoothly and that 
it was his ambition then (and he said it emphatically) 
to “get out of Washington!” 

Regardless of the merits of this controversy, we 
welcome Mr. Jeffers to the thin ranks of those who 
speak their minds frankly and fight openly and fear. 
lessly for what they believe to be right. When he goes 


back to his job as president of the Union Pacific Rail. | 


road, we hope he will continue the line of conduct that 
has endeared him to the public as Rubber Adminis. 
trator, having profited by learning that pussy-footing 
and complacency do not get results or win respect, 
The railroads—like all industry—sadly need men such 
as he has proved to be in the government employ. He 
ranks with General Dawes, of ‘‘Hell and Maria” fame 





A Labor Crisis 


Though the strike of John Lewis’s miners is settled 

temporarily by the government taking over con- 
trol of the mines and Mr. Lewis consenting to the men 
going back to work for the new boss for fifteen days 
pending further negotiations, it looks as if something 
like a labor crisis is imminent. If the men refuse t 
work under conditions laid down by the War Labor 
Board, how can they be made to work and how can 
we get coal mined? If, on the other hand, the Labor 
Board yields to the demands of the men or the matter 
is taken out of the board’s hands and some other agenc; 
—maybe the President himself—makes some sort 0! 
settlement not in accord with the wage policy adopted 
by the government, then what becomes of that policy 
or of any policy? If the mine workers are successful, 
other labor organizations will adopt the same sort of 
procedure and we shall have chaos so far as any 
planned method of dealing with the wage problem is 
concerned. 

One thing is certain—coal must be mined. What 
is true of coal is true also of steel and transportation 
and many other things just as necessary as guns and 
ammuniton in this war. It would seem to us that the 
time has about come to adopt a policy of “drafting” 
labor. Horrifying, is it? Why? We are at war and we 
must win that war. We draft men to do the fighting 
We ration by compulsion tires, and gasoline, and foot 
to the public that our war program may be carried out 
We tell employers what hours they must work and hov 
much or how little they may pay their help. None of 
these things, when you come to think about it, is con- 
sistent with life in a “democracy,” but there is no seri- 
ous objection for the reason that everybody realizes 
that we are at war and that in order to win it we must 
do some things we do not and would not do in peace 
time and do some things in ways that are not exactly 
peace ways. War is no time to think about ordinary 
ways of life; we should and must think only of what is 
necessary to win; the only complaint as to restraints 
on our usual customs should be as to whether they are 
(Continued on page 1092) 
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Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Brick and Clay Products 


Fourth section application No. 19103, Brick and Clay Prod- 
ucts within and to the South. By division 2. Authority granted 
by F. S. O. 14915, on conditions, to establish and maintain rates 
on brick and clay products, in carloads, between points within 


' suthern territory, including border points, and from points in 


Missouri, Illinois, and Indiana to destinations in southern ter- 
ritory, Without observing the long-and-short-haul part of the 
fourth section. Relief was authorized temporarily by F. S. O. 
14376, and, according to the report, the rates for which relief 
was sought were published to become effective Jan. 26, 1942. 


Intercoastal Rates 


No. 28622, Intercoastal Rate Structure (formerly Maritime 
Commission No. 514). Supplemental. By division 3. On con- 
sideration of petition filed by Agent Harry S. Brown on behalf 
of all carriers parties to his westbound freight tariff 1-C, SB-I 6, 
findings in original report, 2 U. S. M. C. 285, modified so as to 
permit publication on statutory notice of rates for the trans- 
portation in westbound intercoastal commerce of rubber rings; 
automobile luggage carriers; garment hangers, pulpboard; 
propylene glycol; hosiery; synthetic fibre or part synthetic fibre; 
and wooden articles lower than minima prescribed by the Mari- 
time Commission. The rates were sought to meet transconti- 
nental rail tariff changes. 


Asphalt Rock 


*Fourth section application No. 19781, Asphalt Rock— 
Oklahoma to Texas, embracing fourth section applications Nos. 
19963, 20010, and 20219. By division 2. Authority granted by 
F. S. O. 14916, on conditions, to establish and maintain rates 
on asphalt rock, in carloads, from specified points in Okla- 
homa to destinations in Texas, without observing the long-and- 
short-haul part of the fourth section. Temporary relief was 
given by F. S. O. 14660, as supplemented. 


Green Salted Hides 


No. 28729, Schoen Brothers, Inc., vs. Erie et al. By divi- 
sion 3. Dismissed. Rates, green salted hides, in carloads, 
points in southern territory to destinations in official territory, 
not unreasonable or otherwise unlawful. 


Automobiles 


Fourth section application No. 19206, Automobiles from 
Evansville, Ind., to the Southwest, embracing fourth section 
applications Nos. 19242 and 20191. By division 2. Authority 
granted by F. S. O. 14914, on conditions, to establish and main- 
tain rates on automobiles, chassis, trailers, and parts, in 
straight or mixed carloads, from Evansville, Ind., to destina- 
tions in Missouri, Oklahoma, New Mexico, Texas, Arkansas, 
and Louisiana (west of the Mississippi River), without observ- 
ing the long-and-short-haul part of the fourth section. Relief 


was authorized temporarily by F. S. O. Nos. 14356, as supple- 
mented, and 14389. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


_ *MC 16354, Del Shoemaker, St. Paul, Minn., contract car- 
ter, Permit granted. Continuance of operation, specified com- 
modities for a certain class of shippers from and to points in 
Il., Minn., and Wis. 

*MC 15119, Sub. 2, Appel Brothers, Inc., Jersey City, N. J., 
extension. Permit denied. Meats, packing house products and 
supplies, and meat and dairy products, between New York, 
N. Y., and Jersey City, N. J., on the one hand, and Fort Dix, 
Fort Hancock, and Fort Monmouth, N. J., and Camp Upton, 
N. Y., on the other. 

*MC 25518, John Bunning, Rock Springs, Wyo., common 
carrier, embracing MC 47472, Same, common carrier. Cer- 
tificate granted. Continuance of operation, general and specified 
‘commodities from or to points or territory in Colo., Utah, 
and Wyo. 

_*MC 48846, Sub. 1, Great Lakes Driveaway Corporation of 
Ohio, Cleveland, O., extension. Certificate granted. Automobiles, 
trucks, commercial trailers, and chassis, with certain restric- 
tions by driveaway methods, between Cleveland, O., on the one 
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hand, and, on the other, points in Ark., Del., Ia., Kan., Me., 


Miss., Mo., N. H., N. C., R. L, S. D., Vt., and D. C., and from 
points in Ala., Conn., Fla., Ky., La., Md., Mass., Minn., Neb., 
N. J., N. C., Okla. S. C., Tenn., Tex., Va., and W. Va., to 
Cleveland. 

*MC 91306, Sub. 2, Johnson Brothers, Boonville, N. C., 
common carrier, embracing Sub. 1, Same, extension. On re- 
consideration, findings in prior report, 31 M. C. C. 814, modified, 
and certificate granted as to continuance of operation, new 
furniture, from Hickory, N. C., to points in the N. Y. com- 
mercial zone, and to points in Tenn., S. C., Ga., Va., D. C., Md., 
Del., Pa., and N. J.; general commodities, with exceptions, 
from Richmond, Va., Washington, D. C., Baltimore, Md., Phila- 
delphia, Pa., and points in the N. Y. commercial zone to points 
in on” and roofing materials from York, Pa., to points 
in N. C. 

*MC 96328, Paul J. Tutt, Chicago, III., common carrier. 
Application for certificate to continue operations as a common 
carrier of general commodities within the municipal area of 
Chicago, Ill., denied on finding such operation not to require 
authority from the Commission, under the provisions of section 
202(c)(2) of the act. 

*MC 20994, Inter-City Auto Freight, Inc., Tacoma, Wash., 
embracing MC 40296, Eatonville Transportation Co., a corpora- 
tion. Issuance of a certificate in MC 20994, or of a permit in 
MC 40296, depending upon the election of applicants, approved, 
on a finding that the two applicant corporations were under 
common ownership and management, and that dual operation 
of the two corporations would not be consistent with the public 
interest. General commodities, with exceptions, between Tacoma, 
Wash., and Seattle, Wash., serving all intermediate points and 
certain off-route points, over regular routes; household goods, 
and general commodities, with exceptions, over irregular routes, 
between points and places in Seattle, and between points and 
places within three miles of Tacoma, including Tacoma. Com- 
missioner Lee concurred in part. 

*MC 1210, Sub. 13, Jay Rountree, Dallas, Tex., extension. 
Certificate denied. General commodities, between Texarkana, 
Ark.-Tex., and Broken Bow, Okla., and between certain points 
in Ark., over regular routes. 

*MC 29981, Sub. 5, John F. McHugo, Spokane, Wash., ex- 
tension. Certificate granted. Household goods, between points 
in Ida., Mont., Ore., and Wash., on the one hand, and, on the 
other, points in Calif., Nev., and Utah, over irregular routes. 

*MC 63660, Dwight Weinland, Colby, Kan., common car- 
rier. Certificate granted. Continuance in operation, general 
commodities, with exceptions, between Kansas City, Mo., and 
Colby, Kan., over a described route, with service at the inter- 
mediate points of Atwood, Chardon, McDonald, Bird City, Good- 
land, Edson, Brewster, and Levant, Kan.; and the off-route 
points of St. Francois and Beardsley, Kan.; live stock, from 
Colby and points in Kansas within 50 miles of Colby, over 
irregular routes to the junction of route 1, thence over route 1 
to Kansas City, Kan., and Kansas City, Mo. 

*MC 76829, Wichita Forwarding Co., Inc., Kansas City, Mo., 
common carrier, embracing MC 65967, Wilson Truck Co., Inc., 
Common Carrier Application. Certificate granted in MC 76829, 
as to continuance in operation, general commodities, with ex- 
ceptions, over regular routes, between Kansas City, Mo., and 
Wichita, Kan., serving certain intermediate and off-route points; 
in MC 65967, continuance in operation, general commodities, 
with exceptions, between St. Louis, Mo., and Kansas City, Mo., 
over U. S. highway 40, serving no intermediate points. 





Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-350, Oriental Mills Transit Co., Manitowoc, Wis., Con- 
tract Carrier Application. Permit granted. Continuance in sea- 
sonal operation as a contract carrier by self-propelled vessels, 
in the transportation of salt from Manistee, Mich., to Mil- 
waukee, Wis., and Chicago, Ill.; cement from Manitowoc to 
Onekama, Wis.; and empty cement bags from Onekama to 
Manitowoc by way of Lake Michigan and tributary waterways. 


RAILROAD ABANDONMENTS 


The state of Idaho, and its Public Utilities Commission 
have jointly asked that the whole Commission reconsider the 
report and certificate of division 4 of the Commission in Fi- 
nance No. 13751, Oregon Short Line Railroad Co. Abandon- 
ment, permitting abandonment by the Oregon Short Line, and 
operation by the Union Pacific, lessee, of a branch line of rail- 
road extending from Montepelier to the end of the branch at 
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Paris, Bear Lake county, Ida., approximately 9.49 miles. The 
Idaho commission argues that the constitution of Idaho, as 
accepted and ratified by Congress, gives sole jurisdiciton of 
the abandonment in question which line, it says, lies wholly 
within the state of Idaho. Prior to issuing the certificate of 
abondonment, the petition says, the Commission should have 
ordered a joint hearing with the authorities of Idaho, or the 
production of proof by the railroad companies that applica- 
tion had been made to the Idaho commission for permission 
to determinate ‘service of intrastate character, and had been 
denied.” The petition asks that the order and certificate of 
the Commission be set aside and that the railroad companies 
“be relegated to their procedure before the Public Utilities 
Commission of Idaho before any certificate is made herein 
authorizing abandonment... .” 

The Commission, by a report and certificate in Finance 
No. 14140, Western New York & Pennsylvania Railway Co. 
et al. Abandonment, has permitted abandonment by Western 
New York, and of operation by the Pennsylvania Railroad Co., 
of a portion of a branch line of railroad extending from 
Crosby to Clermont, McKean county, Pa., 8 miles. 

Charles M. Thomson, trustee of the property of the Chi- 
cago & North Western Railway Co., asks authority in Finance 
No. 14199 to abandon a section of the company’s line extending 
from a point near the depot at Felch to the end of the track 
in section 31, township 42 north, range 28 west, all in Dickin- 
son county, Mich., 1.34 miles. 

The Pere Marquette Railway Co., by an application in 
Finance No. 14204, has asked permission to abandon a branch 
line of railroad extending from a point near Remus to Big 
Rapids, in Mecosta county, Mich., a distance of 19.02 miles. In 
Finance No. 14205, the Pere Marquette has asked the Commis- 
sion for leave to abandon a branch line extending from a point 
near Lakeview to Howard City, Montcalm county, Mich., 10.72 
miles. In the case of each of the applications, the Pere Mar- 
quette said that for a period of two years and two months the 
direct out-of-pocket expenses for the maintenance and opera- 
tion of the line had greatly exceeded the operating revenues 
allocable to it on a mileage basis. 


COMMISSION ORDERS 

1. & S. M-2138, Bicycles, Westfield, Mass., to New England and 
east. Petition for further hearing filed by Middle Atlantic States 
Motor Carriers Conference, Inc., denied. 

1. & S. M-2171, Proportional rates, Miami, Key West. Petition filed 
by respondents for vacation of order of suspension denied. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al.; and 
No. 28719, Archer-Daniels-Midland Co. vs. Same. Order of March 1, 
modified to become effective August 2, on not less than 30 days’ notice, 
instead of June 2, in so far as order applies to rates on soybean cake 
and meal, linseed cake and meal and cottonseed cake and meal to 
Montana. 

W-359, Cornell Steamboat Co., contract carrier application. Effec- 
tive date of certificate and order of February 2, postponed to July 11. 

W-326, Central Barge Co., contract carrier application. Reopened 
for reconsideration and hearing. Effective date of certificate and order 
of December 28, 1942, further postponed until further order of Com- 
mission. 

MC F-2154, Waldo J. and Russell A. Fortier, purchase, Elton Mur- 
rell Chester. Application under section 210a(b) requesting approval of 
temporary operation by Waldo J. and Russell A. Fortier, dba Fortier 
Transportation Co., of properties of Elton Murrell Chester, dba Chester 
Fuel & Transportation Co., denied. 

MC 22589, Campus Travel, Inc., common carrier application. Re- 
opened for reconsideration. Order of November 10, 1942, as subse- 
quently modified to become effective April 30, in so far as it denied 
application, vacated. 

MC 84598, Nerthwestern Terminal Co., common carrier application; 
and MC 84597, Same, contract carrier application. Reopened for further 
hearing. 

1. & S. 4815, Wrought pipe to southwest. Order of April 13, 1942, 
further modified to become effective October 8, on not less than 30 
days’ notice, instead of June 10. 


FINANCE APPLICATIONS 

MC F-21800, Sidney S. Schupper, an individual doing business under 
his own name, of New York, N. Y., asks permission to acquire control, 
through stock Ownership, of Interstate Magazine Hauling Corporation, 
also of New York, and temporarily to operate. 

Finance No. 14198, Cowlitz, Chehalis & Cascade Railway asks per- 
mission to issue demand promissory notes in the aggregate sum of 
75,000, bearing interest at 6 per cent, to Great Northern Railway Co.; 
Northern Pacific Railway Co.; Oregon-Washington Railroad & Naviga- 
tion Co. (or its lessee, Union Pacific Railroad Co.); and Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co. (or its trustees), who, the 
application says, are substantial stockholders of the applicant, and 
have indicated that they are willing to advance the necessary funds. 
The funds are necessary, says the application, to make repairs to 
applicant’s track, including tie replacements, which are immediately 
and urgently required. 

Finance No. 14200, New York Central Railroad Co. asks authority 
to assume obligation and liability in respect of not exceeding $5,300,000, 
par value, of New York Central Railroad Equipment Trust of 1943, 
equipment trust certificates, to be issued by the First National Bank 
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of the City of New York. The certificates, the application said, were 
proposed to be issued to provide for not exceeding 75 per cent of 
the cost of 700 gondola cars, 200 flat cars, and 25 Mohawk type freight 
locomotives. The certificates, it said, would be issued in ten series 
of equal amounts, maturing annually from June 1, 1944, dividends 
to be payable semi-annually at a rate to be specified by the success. 


ful bidder for the certificates. ment 

Finance No. 14201. Shaver Transportation Co. of Portland, Ore.,, load 
asks authority to purchase certain property and the operating rights Octo 
of Harry A. Bell, also of Portland, in W-701. Lexi 

Finance No. 14203, Baltimore & Ohio Railroad Co. asks approval! from 
of the modification of a trackage agreement, approved by the Com. 
mission in Finance No. 12092, under which the B. & O. operates over 
the line of the Pittsburgh & Lake Erie between McKeesport and New 
Castle Junction, Pa. The changes involved cover the setting of , 
minimum annual rental of $300,000 for the use of the line, and the Exal 
methods by which the total annual rental are to be determined, ¥ 

UNCONTESTED FINANCE CASES plica 

Report and order in F. D. No. 14180, Great Northern Railway (Co ceed: 
note, granting authority to issue at par a promissory note in principa capa 
amount not exceeding $1,265,680 in evidence of, but not in paymen:] pacit 
for, the unpaid consideration specified in a conditional-sale contrac} char 
for the purchase of equipment. Approved. 

PETITIONS FOR REHEARING, ETC. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al.; an} & O 
No. 28719, Archer Daniels Midland Co. vs. Alton et al. Defendants ask§ mini 
reconsideration and modification of decision and order of March 1 ship] 
in so far as it applies to rates on soybean cake and meal, linseed cak City 
and meal and cottonseed cake and meal to Montana. ; . 

MC F-2035, Willard Sulzberger Motor Co., purchase, Apex Expres; it 2 
Ine. Willard Sulzberger Motor Co., asks reconsideration of report ani} PTOP 
order of Division 4 of March 4. 

W-457, Card Towing Line, Inc., contract carrier application; and 
No. W-681, Canal-Lakes Towing Corporation, contract carrier applica- 
tion. Card Towing Line, Inc., and Canal-Lakes Towing Corporation} road 
ask reconsideration of report and order by Division 4 of February 6} ing 

1. & S. 4815, Wrought pipe to southwest. Western Rail Lines, re} fron 
spondents ask reopening for further hearing and reconsideration, and of 
postponement of effective date of order of April 13, 1942, as amended, west 

No. 28805, St. Louis Cooperage Co. vs. Mo. Pac. Complainant asks line 
reopening and reconsideration on record as made. 3 

No. 15234, In matter of divisions of freight rates in western and com 
mountain-Pacific territories. Chicago, Burlington & Quincy and J. M 22.5 
Kurn and John G. Lonsdale, trustees, St. Louis-San Francisco, ask § Sam 
that an amended order be entered providing that order of June 1), | most 
1929, in so far as it prescribes divisions of joint rates on chatt betwee: § pres 
points on lines of Frisco and points on lines of Chicago, Burlingto: tory 
& Quincy be vacated. 295 

tion 


MOTOR FINANCE CASES 


MC F-2096, Victor Lynn Lines, Inc., purchase—Byron D. Greene. 
Purchase by Victor Lynn Lines, Inc., of Salisbury, Md., of operating 
rights of Byron D. Greene, of Severna Park, Md., approved and au- 
thorized, subject to condition. 

Action by Division 4, May 3, 1943, in finance case, No. MC F-2014, 
Old Colony Motor Lines, Inc., purchase—D & W Line, Inc. Purchase 
by Old Colony Motor Lines, Inc., of New York, N. Y., of operating 
rights of D & W Line, Inc., of Boston, Mass., approved and authorized, 
subject to condition. 

Action by Division 4 in finance case No. MC F-2153, Abram Jerome 
Novick, purchase—Burgess Express Co., Ine. Application for authority 
under section 210a(b) of Abram Jerome Novick, doing business as 
Novick Transfer Company, of Winchester, Va., for temporary operation 
of motor-carrier rights of Burgess Express Co., Inc., of Plainville, 
Mass., denied. 

MC F-2127, Refiners Transport & Terminal Corporation—Issuance 
of Stock, embracing No. MC F-2138, Refiners Transport & Terminal 
Corporation—Issuance of stock. Authority granted Refiners Transport 
& Terminal Corporation, of Detroit, Mich., to issue 34,000 shares of 


common capital stock, par value $10 each, to reimburse its treasury for cage 
capital expenditures and to finance purchase of new motor vehicles com 
subject to condition. whi 

MC F-2161, J. Herman Gladden, purchase—Harry S. Anderson trar 


Application for authority under section 210a(b) of J. Herman Gladden 
doing business as Gladden Trucking Co., of Washington, Pa., for tem 
porary operation of a portion of the motor-carrier rights and properties 
of Harry S. Anderson, also of Washington, granted, with conditions. 

MC F-2167, Lyon Van & Storage Co., purchase—Birch-Smith Stor- 
age Co. Application for authority under section 210a(b) of Lyon Van 
& Storage Co., of Los Angeles, Calif., for temporary operation of 
motor-carrier rights of Birch-Smith Storage Co., also of Los Angeles, 
granted, with conditions. 


RAIL MONTHLY OPERATING REPORTS 


The Commission, division 1, has issued an order, effective 
July 1, requiring Class I steam railways, excluding Class! 
switching and terminal companies, subject to its jurisdiction 
to file under oath monthly reports, in duplicate, of revenues 
and expenses in accordance with a form approved by it. With 
minor changes, the form is the same heretofore observed, 
according to the Commission. The monthly reports are to be 
filed with the Commission’s Bureau of Transport Economic 
and Statistics, Washington, D. C., on or before the twenty-sixth 
day of the month next succeeding the month for which made. 
The prior order, dated Oct. 31, 1942, is vacated, effective 
July 1. 
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Preposed Reports 


Livestock 


No. 28688, J. C. Rogers vs. C. N. O. & T., et al. Supple- 
mental. By Examiner Alfred G. Hagerty. Rates charged on car- 
load shipments of livestock to Detroit, Mich., in the period from 
October, 1939, to November, 1940, inclusive, of 45 cents from 
Lexington, Ky., 46 cents from Winchester, Ky., and 44 cents 
from Paris, Ky., applicable. 


Limestone 


No. 28889, Great Lakes Sugar Co. vs. C. & O., et al. By 
Examiner E. L. Glenn. Rate charged on crushed limestone 
(fluxing stone), in carloads, moved between Sept. 20 and Oct. 
95, 1939, from Calcite, Mich., to Findlay, O., inapplicable. Ap- 
plicable rate of $3.02 found unreasonable to the extent it ex- 
ceeded a rate of $1.42, minimum weight 90 per cent of marked 
capacity of car, except when loaded to cubical or visible ca- 
pacity, actual weight will apply. Waiver of outstanding under- 
charges authorized. 


Iron and Steel Grinding Balls 


No. 28908, Signal Mountain Portland Cement Co. vs. G. M. 
& O., et al. By Examiner L. J. P. Fichthorn. Rate of 73 cents, 
minimum 40,000 pounds, charged on iron or steel grinding balls 
shipped between June 12, 1940, and Feb. 28, 1941, from Kansas 
City, Mo., to Chattanooga, Tenn., unreasonable to the extent 
it exceeded 71 cents, but not unduly prejudicial. Reparation 
proposed. 


Lumber 


No. 28856, Robbins Flooring Co. et al. vs. Ann Arbor Rail- 
road Co. et al. By Examiner M. J. Walsh. Recommends find- 
ing rates on lumber and other forest products, in carloads, 
from certain points in Wisconsin and in the upper peninsula 
of Michigan, to destinations in official territory east of the 
west bank of Lake Michigan and of the Illinois-Indiana state 
line, not unreasonable or otherwise unlawful, and dismissal of 
complaint. The rates assailed the report said, approximated 
22.5 per cent of the applicable first-class rates from and to the 
same points. Those sought by complainants, it said, would in 
most instances result in rates on a lower basis than those 
prescribed for application between points within official terri- 
tory and in other instances as low as or lower than the column 
225 rates voluntarily established by rail carriers for applica- 
tion within official territory. 


Grain from Kansas 


In a proposed report in No. 28976, Ashton Elevator Co. et 
al. vs. Atchison, Topeka & Santa Fe Railway Co. et al., Exam- 
iner Andrew C. Wilkins has proposed finding unreasonable rates 
charged on grain, in carloads, from 17 origin points in Kansas 
to Atchison, Leavenworth, Argentine, and Kansas City, Kan., 
destined beyond, and to St. Joseph and Kansas City, for the 
period in which they remained in effect, in excess of those au- 
thorized, and that reparation be awarded. The rates, the report 
said, were established on July 1, 1935, in purported compliance 
with the findings in Grain and Grain Products, 205 I. C. C. 301, 
and that reparation should be awarded in the amount of the 
difference between the charges collected and those which would 
have accrued at the rates therein found reasonable. 

Following the principal laid down in Auburn Mills vs. Chi- 
cago & Alton Railroad Co., 222 I. C. C. 495, the report said 
complainants could not be awarded reparation on any shipment 
which moved from origin point through the Missouri River 
transit point to a final destination beyond, on a single-factor 
joint through rate, unless they paid or bore the total transporta- 
tion charges. But, it said, reparation might be awarded where 
complainants only paid or bore that portion of the through rate 
charges for the movement from the origin point to the Missouri 
River transit point under a finding that such portion was unrea- 
sonable, and the total charges were based on the combination 
through the transit point and which combination was not pub- 
lished as a single-factor joint through rate. 

The report said there were 17 complainants, but that testi- 
mony of a qualified witness that shipments were made by or 
for account of the several complainants, and that the freight 
charges were paid or borne by complainants who were damaged 
thereby, had been offered on behalf of only three complainants, 
and it was to these that reparation was awarded. The report 
recommended that the Commission should find that with respect 
















be to the shipments alleged to have been made by the other com- 






blainants, the evidence of record was insufficient to support a 
nding that such complainants made the shipments described, 
Paid or bore the freight charges, and were damaged thereby. 
If such complainants did not furnish the necessary proof with 
















1079 


respect to their shipments at a further hearing, if one was 
granted, it said, the complant as to them should be dismissed. 


BURLINGTON MOTOR PURCHASE 

In a report in MC F-2064, Burlington Transportation Co., 
Purchase, M. C. Foster, Examiner Frank A. Clifford has rec- 
ommended that the Commission authorize, subject to condition, 
purchase by the former, a wholly-owned subsidiary of the 
Chicago, Burlington & Quincy Railroad Co., of Chicago, IIl., 
of operating rights between St. Louis, Mo., and Keokuk, Ia., 
between Taylor, Mo., and Quincy, IIl., via intermediate points, 
and between Keokuk and Cedar Rapids, Ia., via intermediate 
points, and certain property of M. C. Foster, dba M. C. Foster 
Bus Line, of Troy, Mo. The examiner said the Commission 
should find that the transaction will be consistent with the 
public interest, will enable the Burlington Railroad to use serv- 
ice by motor to public advantage in its operations, and will not 
unduly restrain competition. 


Motor Proposed Reports 


(Recommended orders in proposed motor revorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home Office is shown in “black face’”’ type, 
with name of town or city following.) 


California (San Francisco)—-MC 78786, Sub. 122, Pacific 
Motor Trucking Co., extension. Certificate proposed, subject 
to conditions. General commodities, with exceptions, between 
various points in Marin and Sonoma counties, Calif. 

Wisconsin (Milwaukee)—-MC 71134, Sub. 4, Royal Transit, 
Inc., extension. Denial of certificate proposed. General com- 
modities, with exceptions, between Elyria, O., and in IIl., O., 
Ind., and Wis. 

Pennsylvania (Elizabeth)—MC 59120, Lloyd E. Miller, 
common carrier. On finding applicant’s operations to be those 
of a common carrier, rather than those of a contract carrier, 
order of Feb. 2, 1938, in MC 59120, authorizing issuance of a 
permit, proposed to be vacated and certificate issued in lieu 
thereof authorizing operations as a common carrier of heating 
systems, and materials, supplies, and equipment, used or useful 
in connection with the installation thereof, between McKees- 
port, Pa., on the one hand, and on the other, points in N. Y., 
N. J., Md., and D. C.; and prepared food products, between 
points in N. Y., N. J., and Md., on the one hand, and, on the 
other, points in Pa. 


Pennsylvania (Uniontown)—-MC 19366, Eastern Freight 
Line, Inc., common carrier. On further hearing, findings in 
prior report, 33 M. C. C. 697, proposed to be modified and 
certificate granted as to continuance of operation, under the 
“grandfather” clause, sugar, from Baltimore, Md., to specified 
points in Pa.; and operation, by reason of public convenience 
and necessity, as to sugar from Baltimore to additional points 
in Pa., radiators, boilers, and plumbers’ goods from Union- 
town, Pa., to New York and Long Island City, N. Y., and 
Harrison, N. J., and canned foodstuffs and glass from New 
York, N. Y., to Pittsburgh and points in Pa., within 50 miles 
thereof. 

New York (New York)—MC 103281, Harold Rovner, com- 
mon carrier. Denial of certificate proposed. Brass turnings 
for shells, etc., airplane parts, air conditioning and refrigera- 
tion equipment, commercial kitchen equipment, washing ma- 
chines, store fixtures, and household goods, from New York, 
N. Y., to points in N. Y., Pa., N. J., Del., Conn., Mass., and 
N. H., Providence, R. I., Wilmington, Del., Baltimore, Md., 
Washington, D. C., and Alexandria, Va., and rejected shipments 
on return, over irregular routes. 

lowa (Hampton)—MC 44849, Sub. 3, D. D. Alderdyce, 
extension. Certificate proposed. Asbestos shingles, prepared 
roofing, roofing and insulating materials, and cement pipe, from 
Waukegan, IIl., to all points in Ia., over irregular routes. 

Wisconsin (Wausau)—MC 31465, Sub. 9, Wesley A. Steffke, 
extension. Certificate proposed. General commodities, with 
exceptions, between specified points in Wis., over described 
routes. 

Kentucky (Florence)—-MC 126, Sub. 11, Huey Motor Ex- 
press, extension. Certificate proposed, with conditions. Gen- 
eral commodities, with exceptions, between Catlettsburg, Ky., 
and Huntington, W. Va., serving intermediate and off-route 

oints. 
" Michigan (Kalamazoo)—-MC 59559, Sub. 9, D. Graff & 
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Sons, extension. Certificate recommended. Paper mill supplies, 
except paper mill machinery, from St. Louis, Mo., Louisville, 
Ky., Davenport, Ia., and points in Ill., Ind., and O., to specified 
points in Mich. 

Missouri (Troy)—MC 95093, Sub. 1, E. D. Evans, exten- 
sion. Certificate proposed. General commodities, with excep- 
tions, between Troy, Mo., on the one hand, and on the other, 
St. Louis, Mo., and East St. Louis, Ill. 

Missouri (Kansas City)—-MC 96505, Sub. 5, Steel Trans- 
portation Co., Inc., extension. Permit proposed. Steel articles 
and such materials as are used or useful on highway construc- 
tion projects, except cement, rock, sand and gravel, from all 
points in the Kansas City, Mo.-Kan., commercial zone, except 
Kansas City, Mo., to points in Ark., Ill., Ia., Kan., Mo., Okla., 
and Tex. 


Maryland (Salisbury)—-MC 75665, Sub. 6, Red Star Motor 
Coaches, Inc., extension. Denial of certificate proposed. Pas- 
sengers, their baggage, newspapers, express, and mail, between 
Annapolis and Baltimore, Md., serving intermediate points, 
over Maryland Highway 2. The examiner found that the serv- 
ice was not required by public convenience and necessity. 


INMinois (Chicago)—-MC 3567, Sub. 2, Keeshin Motor Ex- 
press, Inc., extension, embracing MC 3567, Sub. 3, Same. Cer- 
tificate proposed. In MC 3567, Sub. 2, as to general commodi- 
ties, with exceptions, over regular routes, between Chicago, 
Ill., and Detroit, Mich.; between Detroit and Pontiac, Mich.; 
between Indianapolis, Ind., and Louisville, Ky.; between Elk- 
hart, Ind., and Mottville, Mich.; and between specified points 
in Ind., serving specified intermediate and off-route points; and 
over certain specified routes involving the use of highways 
only and serving no intermediate points thereon. In MC 3567, 
Sub. 3, general commodities, with exceptions, between Detroit 
and Toledo, O., over U. S. highways 24 or 25, serving Flat 
Rock and Monroe, Mich., as intermediate points, and in con- 
junction therewith, over irregular routes, Center Line, Dear- 
born, Ecorse, East Detroit, Ferndale, Hamtramck, Highland 
Park, River Rouge, Roseville, Royal Oak, Van Dyke, and 
Wyandotte, Mich., points within 8 miles of Detroit, and Tren- 
ton, Mich., off-route points; between Toledo and Lima, O., over 
U. S. highway 25, serving Perrysburg, O., as an intermediate 
point. 

Indiana (Evansville)—-MC 104079, Pfisterer Transfer, Inc., 
contract carrier. Certificate proposed, on finding applicant’s 
operations would be those of a common carrier. General com- 
modities, with exceptions, between Evansville, Ind., on the one 
hand, and, on the other, points in Ind., other than those em- 
braced in the Evansville railroad terminal areas, within three 
miles of Evansville. 


Indiana (Wabash)—MC 84516, Sub. 4, Ollie P. Brown, ex- 
tension. Permit proposed. Pulpboard, viz., boxboard, chipboard, 
strawboard, and woodpulpboard, from Wabash, Ind., to points 
in the lower peninsula of Mich., and to Louisville, Newport, 
and Covington, Ky., from Circleville, O., to points in Ill. and 
the lower peninsula of Mich., and from Louisville, Newport 
and Covington to Wabash; woodpulp, machinery, paper mill 
supplies, dye, chemicals, and sizing, between points in III., Ohio, 
the lower peninsula of Mich., St. Louis, Mo., Louisville, New- 
port, and Covington, on the one hand, and, on the other, Carth- 
age and Wabash, Ind.; paper makers’ alum from Joliet, IIl., to 
Wabash; insulating materia! from Alexandria, Richmond, and 
Elwood, Ind., and points within one mile of each, to points in 
Ohio, Ill., the lower peninsula of Mich. and those in Ky. within 
ten miles of the Ohio River, and from Cleveland, O., to points 
in Ind., Ill., and the lower peninsula of Mich.; fertilizer, copper 
sulphate, fungicides, and ferri-floc, from Lockland, O., and 
points within one mile thereof, to a described area of Ind. 
Holding of permit, and of certificate in MC 22484, embracing 
MC 22484, Sub. 1, proposed to be found consistent with the 
public interest. 

Michigan (Grand Rapids)—-MC 73701, Sub. 15, Bert Glup- 
ker, extension. Certificate proposed. Beans, in bags, from points 
in the lower peninsula of Mich., to all points in Ohio, over 
irregular routes. 

South Carolina (Columbia)—-MC 29148, Sub. 2, Wade 
Hampton Hicklin, extension. Denial of certificate proposed. 
Special or general commodities, between points in S. C., and 
N. C., and Ala., Del., Fla., Ga., Md., Tenn., Va., and D. C., 
over irregular routes. The report said the applicant might 
transport traffic either as a common carrier or as a contract 
carrier throughout territorial limits exceeding those for which 
authority was sought in the instant application, under his pres- 
ent authority. 

Tennessee (Memphis)—-MC 11220, Sub. 32, Gordons Trans- 
ports, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Fulton, Ky., and Selmer, Tenn., 
over U. S. highways 45E and 45, and between Corinth and 
Tupelo, Miss., over U. S. highway 45, serving no points except 
as otherwise authorized. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 





an it have been suspended. Suspension orders contain many sched- de 
ules not reproduced here. Details of such orders are published in su 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) er 

In I. and S. No. 5218, the Commission has suspended fror o 


May 1 until Dec. 1 the operation of certain schedules as pub.} 4 
lished in supplements Nos. 128 and 129 to Agent J. R. Peel’ 4 
tariff I. C. C. No. 3144 and supplements Nos. 20 and 24 t C 
Agent J. R. Peel’s tariff I. C. C. No. 3526. The suspended , 
schedules propose to cancel the column 38 rating, minimum 
weight 20,000 pounds, on beets, carrots, rutabagas and turnips| ap 
























































with tops, in carloads, from points in the southwest to destina. th 
tions in the east. . | 
In I. and S. No. 5219, the Commission has suspended from ? 
May 1 until Dec. 1 the operation of certain schedules as ge tic 
forth in supplement No. 19 to Chicago & North Western Rail ne 
way Company’s tariff I. C. C. No. 10984 and supplement hy wi 
12 to Minneapolis, St. Paul & Sault Ste Marie Railway Con. af 
pany’s tariff I. C. C. No. 6970. The suspended schedules pro} 4, 
pose to increase proportional rates on pulpwood, in carload| ay 
from Ambridge and South Itasca, Wis. to Biron, Wis. 
The following is illustrative: in 
Rates in cents per 100 pounds. From Ambridge to Biron: Presen} ch 
5.5; proposed, 7 ag 
In I. and S. No. 5220, the Commission has suspended fror 
May 1 until Dec. 1 the operation of certain schedules as pub] it 
lished in supplement No. 8 to Agent B. T. Jones’ tariff I. C. ¢ - 
No. 3768 and F. F.-I. C. C. No. 5, and other tariffs. The sus = 
pended schedules propose to increase the rates on mineral woo] me 
(rock or slag wool), plain or saturated, in carloads, from Easle, 
and Joplin, Mo. to points in official territory. by 
In I. and S. M-2239, the Commission has suspended fron} me 
May 3 until Dec. 3, the operation of certain schedules pub} Dé 
lished in Supplement No. 43 to joint tariff MF-I. C. C. No. & to 
of Agent J. D. Hughett, Dallas, Tex. The suspended schedule} og 
propose to cancel an exception rating of 50 per cent of fir} wa 
class, volume minimum weight 7,000 pounds, applicable bef Bo: 
tween points in southwestern states on oil, water and gas we 
outfits and supplies; oil or gas well drilling, producing «af So 
distributing equipment and supplies; and iron, steel or woode} C. 
rig irons. The cancelation would result in the application 
the higher less-than-truckload national motor freight classifi Flo 
cation ratings. ond 
In I. and S. No. 5221, the Commission has suspended fron 
May 7, until Dec. 7, the operation of certain schedules as pub; 
lished in Chicago, Burlington & Quincy Railroad Company's to. 
tariff I. C. C. No. 19855. The suspended schedules propose t 
increase the rates on wooden fence posts, carloads, between 4 
certain points in western trunk-line territory. Spr 
COMMISSION WATER ACTION rf 
Finding that the only vessel formerly operated by appli 
cant had been sold and applicant had gone out of business a¥ duc 
a water carrier, the Commission, division 4, by an order in “I. 
W-297, Chicago-Milwaukee Steamship Line, Common and Con- ; 
tract Carrier Application, has vacated and set aside its certi- ya 
ficate and order of No. 27, 1942, authorizing operation by appli: 
cant and dismissed the application. The certificate had been inf 
force since Feb. 18, 1943. plar 
In W-260, Smith-Rowland Co., Inc., Contract Carrier Ap 
plication, the Commission, division 4, has ordered that 4 fror 
certificate issued to applicant authorizing continuance of wate} Il. 
operations in existence on Jan. 1, 1940, and since, which cert: 
ficate did not take effect, shall now take effect and be in fore} a 
from and after July 24, 1943. The certificate was to becon' K 
effective Jan. 18, 1943, but the effective date was postpone] “*” 
and the proceeding reopened for further consideration am) pj, 
hearing on petition of applicant, seeking authority also to con | 
duct so-called interim operations instituted after Jan. 1, 1¥4@ Joli 
but prior to the effective date of part III. The Commission, 44 and 
applicant’s request, has dismissed the interim application and we 
vacated its order reopening the proceeding for further consi(- ar 
eration and hearing. don 
SSS ee Blod 
F. J. & G. REORGANIZATION Ordr 
The Commission, division 4, in Finance No. 9954, Fone , 
Johnstown & Gloversville Railroad Co. Reorganization, hé ae 
certified that in submission to creditors of the plan of reo}, 
ganization, it incurred expenses, to be borne by the debtol'}p,.. 
estate, amounting to $13.44, for mimeographing 6,080 sheet] 
of the Commission’s order of submission, notice of submissi0O] plan; 


certificate of the results of submission, and certificate of sub] 7 
mission costs, the secretary’s letter to creditors, the ball0jcars, 
forms, and for mailing. Il, 
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Freight Rate Increase Removal 


Pursuant to provisions of the Commission’s report and or- 


ae der in reopened Ex Parte 148 that the increases need not be 
lished in suspended as to reduced rates made at the instance of the fed- 
Bulletin.) eral government, the Association of American Railroads has 
ded f submitted to the Commission two lists of such reductions, the 
‘ €d Irom! frst (No. 44300), containing a list of rates, and the second (No. 
ne pub. | 44295), a list of transit privileges. 
_R. Peel's Inasmuch as no list of such rates was available to the 
and 24 tc. commission, the report provided that the petitioning railroads 
suspended) (ight bring them to the Commission’s attention by appropriate 
minimum’ applications for individual and informal consideration. The car- 
nd turnips riers were advised, according to a notice by Secretary Bartel, 
to destina| nat formal applications would not be required but that notices 
specifying the rates believed to fall within “this exception” 
nded from} should be sent to the Commission and that copies of such no- 
iles as se] tices or applications should be sent to the federal agency which 
stern Rail} negotiated the reduced rate. Recently the railroads filed notice 
lement Ni} with the Commission of their intention to continue in effect 
lway Com] after May 15, without suspension, the 6 per cent increase au- 
edules pr¢} thorized originally in Ex Parte 148 on emergency petroleum 
n carload} and petroleum products rates (see Traffic World, May 1). 
Ss. The two lists submitted for continuance of the Ex Parte 148 
increases after May 15, without suspension, as to rates or 
on: Presen| charges which were reduced at the request of government 
agencies, follow: 
ended fror No. 44300—Memorandum of rates in connection with which it is 
les as pub. intended to continue in effect on and after May 15, 1943, the increases 
: ~| authorized in Ex Parte 148: 
riff I. C.¢ 1. Rates, whether commodity, column, or exception, on—Boxes, 
S. The sus} ammunition, shell or smokeless powder, shipping, wooden, wood and 
\ineral woo} metal combined, or all metal, C. L. 
‘rom Easle Requested by the War Department or the Navy Department direct, 
by shippers operating ordnance plants for the War and Navy Depart- 
ended from} ments, and by other shippers for the benefit of the War and Navy 
edules pub. Departments. a 
~ C. No. 2. Rates and/or carload minimum weights on old tin cans moving 
a to detinning plants. These rates were established at request of the 
-d schedule} omce of Defense Transportation, the War Production Board, and the 
ent of firs} war Department, also by shippers on behalf of the War Production 
plicable be} Board. 
ind gas wel 3. Rates on nitrate of ammonia, dry, carloads, from points in 
roducing wf Southern territory to points in Official (including I. F. A.), W. T. L., 
1 or woode} C. F. A., and Southwestern territories. 
yplication ( Requested by the War Department. 


4. Rates on wool in grease and scoured wool, carloads, from Gulf, 
Florida, and South Atlantic ports, when originating in South America 
and Africa and destined to points in Eastern territory. 

Requested by Defense Supplies Corporation. 


ight classifi 


oended fron 


ules as pub: 5-(a) Rates on spent acid, in tank cars, from Weldon Springs, Mo., 
| Company} to Kansas City, Mo. 

S propose t Requested by an agency of the War Department operating an 
ds. between} ordnance plant. 


5-(b) Rates on spent nitrating acid, 
Spring, Mo., to Kansas City, Mo. 


Requested by an agency of the government operating an ordnance 
plant. 


6-(a) Rates on sulphuric acid, in tank cars, from Southwestern pro- 
ducing points to Weldon Springs, St. Louis, Mo., and East St. Louis, 
Ill., and from Kevil, Ky., to Weldon Springs, Mo. 

, Requested by an agency of the government operating an ordnance 
plant. 

6-(b) Rates on sulphuric acid, in tank cars, from Southwestern pro- 
ducing points to Atlas, Mo. 


Requested by an agency of the government operating an ordnance 
plant. 


Carrier Ap 6-(c) Acid, nitrating (nitrate and sulphuric mixed), in tank cars, 
ered that 4 from Chicago, Joliet, and Seneca, Ill., to Kankakee Ordnance Works, 
ince of wate} Ill. 
which cert: 
id be in fore 
as to becont 
AS postpones 
deration an 
y also to con 
Jan. 1, 1% 
ommission, 44 
plication and 
irther consit- 


in tank cars, from Weldon 


ed by appli 
F business as 
an order in 
ion and Con- 
ide its cert 
ion by appli: 
- had been I 


Requested by an agency of the government operating an ordnance 
plant. 

6-(d) Rates on acid nitrate, 
Kankakee Ordnance Works, III. 

Requested by an agency of the government operating an ordnance 
plant. 

6-(e) Rates on acid, sulphuric, in tank cars, from Chicago and 
Joliet, Ill., to Blodgett, Drummond, Elwood, Elwood Ordnance Plant, 
and Kankakee Ordnance Works, III. 

Requested by an agency of the government operating an ordnance 
plant. 

6-(f) Rates on acid, sulphuric (other than acid, recovered sulphuric), 
also acid, recovered sulphuric or nitrating acid, in tank cars, from 
Blodgett, Drummond, Elwood, Elwood Ordnance Plant, and Kankakee 
Ordnance Works, Ill., to Chicago and Joliet, Ill. 

, Requested by an agency of the government operating an ordnance 
plant. 

6-(g) Rates on sulphuric acid, in tank cars, from Chaison, Port 
Arthur, Texas, to Karnack, Texas, also between Shreveport, La., 
Bossier, La., and Karnack, Texas. 
Requested by an agency of the government operating an ordnance 


in tank cars, from Seneca, Ill., to 
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Requested by the War Production Board through the Industrial 
Alcohol Committee, also by the Office of Defense Transportation. 

8. Rates on cotton linters pulp, carloads, from Hopewell, 
Memphis and Chattanooga, Tenn., to Pryor, Okla. 

Requested by an operating agency of a government plant on behalf 
of the War Department. 

9. Rates on petroleum products, carloads, from Cabin Creek Junc- 
tion, W. Va., to points in southern Virginia, North Carolina and South 
Carolina. 

Rates related to rates on petroleum products covered by separate 
letter dated April 23, 1943. 

10. Lead, pig or ingot, carloads, from Southern ports, New Orleans 
and east, to eastern destinations. 

Requested by Metals Reserve Company. 

11. Rates on copper, viz.: anodes, bars, and cakes, carloads, from 
Southern ports to destinations in Official territory. 

Requested by Metals Reserve Company. 

12. Rates on scrap iron or steel, copper clad, bronze clad, or gild- 
ing metal clad, carloads, from points in Official and W. T. L. terri- 
tories to Calumet and Lake Linden, Mich., and to points in the Chicago 
district; from Remaco and Denver, Colo., to Calumet and Lake Linder, 
Mich., and to points in the Chicago district; and from Official terri- 
tory to Chicago. 

Requested by a recovery agent on behalf of the Metals Reserve 
Company. 

13. Rates on toluol (toluene), in tank cars, from Carondalet, Mo., 
and Roxana, Ill., to Weldon Springs, Mo. 

Requested by an agent of the government operating an ordnance 
plant. 

14. Rates on cartridge case cups and bullet jacket cups, carloads, 
from Kenosha, Wis., and Chicago, Ill., to Lake City, Mo., and Ankeny, 
Ia., also from Baltimore, Md., Waterbury, Torrington, and New Bed- 
ford, Conn., Buffalo and Rome, N. Y., and Detroit, Mich., to Lake City, 
Mo. 

Requested by the War Department. 

15. Rates on soft coal, coal briquettes, coal dust, and coal screen- 
ings, carloads, from Allouez, Superior, Wis., Duluth and West Duluth, 
Minn., to Dawson Creek, British Columbia. 

Requested by U. S. Public Roads Administration. 


16. Rates on fabricated iron and steel ship sections, carloads, St. 
Paul, Minneapolis, and Minnesota Transfer, Minn., to Duluth, Minn., 
and Superior, Wis., via Cold Spring, Minn. 

Requested by an operator of a shipyard on behalf of the Maritime 
Commission. 

17. Rates on manganese hydroxide, carloads, from Valesco, Texas, 
to Charles, Texas. 

Requested by Reconstruction Finance Corporation. 

18. Rates on tin ore and tin concentrates, carloads, from New 
Orleans, Galveston, Houston, Laredo, and Eagle Pass, also from North 
Atlantic ports, to Texas City, Texas. 

Requested by Metals Reserve Company. 


19. Rates on ammunition, explosives and ordnance, carloads, be- 
tween Auburn, Benroy, Richmond Beach, and Seattle, Wash. 

Requested by the War Department. 

20. Rates on zine ore and zinc concentrates, carloads, from San 
Francisco and Los Angeles, Calif., to Anaconda and Black Eagle, Mont. 

Requested by Metals Reserve Company. 

21. Rates on copper concentrates, carloads, imported, from San 
Francisco, Los Angeles Harbor and San Diego, Calif., to Clarkdale, 
Ariz., El Paso, Texas, and points in Utah. 

Requested by Metals Reserve Company. 

22. Rates on chrome ore and manganese ore and concentrates, car- 
loads, imported, from San Francisco, Oakland, Stockton and Folsom, 
Calif., to Sacramento, Calif. 

Requested by Metals Reserve Company. 

23. Rates on ferro alloys and ferro silicon, from Permanente, Calif., 
to Royson, Nev. 


Requested by Reconstruction Finance Corporation. 

24. Rates on calcium-silicon, ferro-chrome, ferro-manganese, ferro- 
silicon, refined silicon and silicon-manganese, carloads, between Port- 
land, Oregon, group and the San Francisco group (including Perma- 
nente); between Seattle group and San Francisco group (including 
Permanente); between Spokane, Wash., group and San Fraincisco group 
(including Permanente); between Portland, Ore., group to Los Angeles 
group; from Rock Island, Wash., to San Francisco group (including 
Permanente). 


Requested by Reconstruction Finance Corporation. 

25. Rates on zine concentrates and zinc ore, carloads, imported, 
from Richmond, San Francisco, Oakland, Alameda, Los Angeles Har- 
bor, and Long Beach, Calif., to Silver City, Idaho. 

Requested by Metals Reserve Company. 

26. Rates on iron or steel buckles or strapping, carloads, from San 
Francisco group to Chemurgic, Calif. 

Requested by the San Francisco Chemical Warfare Procurement 
Division. 

27. Rates on wooden boxes, metal lined, with metal covers, car- 
loads, from San Francisco to Chemurgic, Calif. 

Requested by San Francisco Chemical Warfare Procurement Divi- 
sion. 

28. Rates on old tin cans, crushed, and scrap tin plate, carloads, 
from Reno, Nev., to Ruth, Nev. 

Requested by the War Production Board. 

29. Rates on ice, carloads, from Chico, Calif., to Stronghold, Calif., 
and the Klamath Falls, Oregon, group. 

Requested by War Relocation Authority. 

30. Rates on manganese metals, carloads, from Permanente and 
San Francisco group to Aberdeen, Wash.; from Royson, Nev., to Ta- 
coma, Aberdeen, Pullman and Trentwood, Wash.; from Royson, Nev., 
to Los Angeles, Calif.; from Permanente, Calif., to Los Angeles, Calif.; 


Va., 
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from Los Angeles, Calif., to Permanente, Calif.; from Mead, Wash., to 
Puget Sound cities and also Trentwood and Pullman, Wash. 

Requested by Metals Reserve Company. 

31. Rates on peat and peat moss, carloads, from Westminster, 
Queensboro, Peat Meadows, Fraser Street and South Fraser Street, 
British Columbia, to Royson, Nev. 

Requested by the Reconstruction Finance Corporation. 

32. Rates on shell containers (paper tubes with metal tops and 
bottoms), carloads, within I. F. A. territory, and from Rock Island, IIl., 
to West Burlington, Iowa, and Proving Ground, IIl. 

Requested by the Ordnance Department of the War Department. 

33. Rates on shell containers, carloads, from Chicago and Rock 
Island, Ill., to Elwood Proving Ground, Ill., and West Burlington, Iowa. 

Requested by the Ordnance Department of the War Department. 

34. Rates on coke and related articles, carloads, from Chicago, IIl., 
Gary, Ind., and Joliet, Ill., Racine, Wis., Milwaukee, Wis., and Wau- 
kegan, Ill., to Sheffield, Ala. 

Requested by the War Production Board. 

35. Rates on slack coal, carloads, from West Mineral, 
Pryor, Okla. 

Requested by an agency of the Government operating an ordnance 
plant. 

36. Rates on landing mats or runways, iron or steel, airfield, car- 
loads, from, to and within the Southwestern and W. T. L. territories, 
specific commodity rates and exceptions to the Classification. 

Requested by the War Department, concurred in by the Navy De- 
partment. 

37. Rates on fruits or vegetables, fresh or green, fresh meats, 
packing-house products, etc., from Kansas City, Mo-Kan., to McElhany 
(Camp Crowder), Mo. 

Requested by the War Department. 

38. Rates on dibutyl phthalate, carloads, from St. Louis, Mo., 
Bridgeville, Pa., Frankfort, Pa., Parlin, N. J., Terre Haute, Ind., to 
Pryor, Okla. 

Requested by an agency of the Government operating an ordnance 
plant. 

39. Rates on box, ammunition or shell shipping, wooden, reinforced 
with metal or with metal tops or bottoms, carloads, westbound to Pa- 
cific Coast. 

Requested by a shipper on behalf of the War Department. 

40. Rates on raw sugar, carloads, from New Orleans, La., and sub- 
ports to Sugarland, Texas; also, from Lake Charles, La., to New Or- 
leans, Gramercy, Reserve, and Three Oaks, La., and from Texas ports 
to New Orleans, Gramercy, Reserve and Three Oaks, La. 

Requested by agencies for the benefit of Defense Supplies Corpo- 
ration. 

41. Rates on fresh milk, carloads, from Washington, D. C., 
Charleston and Port Royal, S. C. 

Requested by U. S. Marine Corps. 

42. Rates on iron and steel bars, carloads, from Mansfield, Mass., 
to New York and Brooklyn, N. Y. 

Requested by the Procurement Division of the Treasury Depart- 
ment. 

43. Rates on antimonial lead, 
Lowell, Mass. 

Requested by the Treasury Department. 

44. Rates on manganese ore, carloads, from Alloy, W. Va., to Troy, 
N.Y. 

Requested by a shipper for the benefit of the U. S. Government. 

45. Rates on tanks or cells, bullet sealing, rubber or rubber and 
fabric combined, carloads, from Akron, Ohio, Barberton, Ohio, New- 
castle, Ind., and Gadsden, Ala., to Willow Run, Mich. 

Requested by a shipper for the benefit of the U. S. Government. 

46. Rates on crude petroleum, carloads, from Tampa and Port 
Tampa, Fla., to Norfolk, and Newport News, Va. 

Requested by Office of Petroleum Coordinator. 

47. Rates and charges for switching services to and from camps 
and other Governmental installations where such rates and charges 
are in addition to line-haul rates. 

Requested by the War Department and other Departments of 
Government. 


48. Rates on unfinished grain spirits (unfinished alcohol), suitable 
only for redistillation purposes, in bond (free of internal revenue tax), 
in tank cars, carloads, from Cincinnati, Ohio, Evansville, Ind., Hen- 
derson and Louisville, Ky., to Pekin and Peoria, Ill., and Terre Haute, 
Ind.; from Broad Ford, Large, Logansport, Meadville, Meyerdale and 
Ruffdale, Pa., to Baltimore and Curtis Bay, Md., Carney’s Point, and 
Newark, N. J., Yonkers, N. Y., and Philadelphia, Pa.; from Lawrence- 
burg, Ind., Louisville, Lexington and Owensboro, Ky., and Cincinnati, 
Ohio, to Pekin, Peoria, Ill., and Terre Haute, Ind. 

Requested by the Office of Defense Transportation. 


49. Rates on cottonseed hull shavings pulp, carloads, from Hope- 
well, Va.. to Nobel, Ont., Beloeil, and Valleyfield, Que. 

Requested by an agency for the benefit of the Canadian Defense 
Program. 

50. Rates on dolomite, stone, raw or crushed, washed or not 
washed, having value for chemical purposes only, carloads, from Chi- 
cago, and Thornton, Ill., to Ludington, Mich. 

Requested by Reconstruction Finance Corporation. 

51. Rates on stone, dolomite, raw or crude, washed or not washed, 
having value for chemical purposes only, carloads, from North Western 
Ohio group 1 to Ludington, Mich. 

Requested by Reconstruction Finance Corporation. 

No. 44295—A. With respect to the following tariff storage-in-transit 
arrangements, provision will be made for continuing the increases as 
to the line-haul rates, charges for the transit privilege and charges for 
out-of-line hauls. 

(1) Ammunition components, viz.- 

Bomb bodies, aerial, empty. loose or in packages. 
Bomb crates, steel, set up. 


Kan., to 


to 


carloads, from Boston, Mass., to 


TRAFFIC WORLD 


Cartridge cases for cannon, empty, not primed. 

End plates, iron and steel, not armor or deck plates. 

Finn assemblies, iron or steel. 

Projectiles, N. O. I. B. N., in Official and Illinois Classifica. 
tion, empty. 

Projectile parts, N. O. I. B. N., in Official and Illinois Claggj. | 
fication, metal, other than iron or steel. ? 

Projectile parts, N. O. I. B. N., in Official and Illinois Clasgj. | 
fication, empty, further finished than rough machined, 

Shell forgings, in the rough. 

Tubes, sheet steel (packing tubes for bombs), carloads. 

Requested by the War Department. 

(2) Canned goods, including canned salmon, carloads (eastboung 
transcontinental traffic only). 

Requested by the Office of Defense Transportation because of order; 
of the War Department to clear storage facilities in the port areas 

(3) Cork bark, corkwood refuse (refugo), and cork waste, car. 
loads. 

Requested by the Defense Supplies Corporation to provide a stock. 
pile of these materials. 

(4) Cotton linters pulp and/or cottonseed hull shavings pulp, car. 
loads. 

Requested by a committee representing the War Production Board 

These are allocated materials which must be moved from point; 
of production for storage at a point closer to the point of consumption, 

(5) Fibres, viz.: Benares sunn, caroa, hemp tow, jute, jute butts 
jute cuttings, jute lashings, jute rejections, malva, manila, sisal, ist) 
or ixtle, flax tow, unprocessed ramie, kapok, carloads. 

Requested by Defense Supplies Corporation. These fibres mug 
be moved from the ports or from Rio Grande crossings, in order ty 
provide a reserve stockpile. 

(6) Ground storage in transit of carload freight. 

Requested by War and Navy Departments, the Procurement Diy. 
sion of the Treasury Department and the office of Defense Transports 
tion. These materials were coming off assembly lines faster than they 
could be transshipped. 

(7) Manganese ore and chrome ore, carloads. 

Requested by Metals Reserve Company in order to provide a re 
serve stock pile. 

(8) Synthetic resin (N. O. I. B. N. in Official Classification). Pheny| 
alpha naphthylamine, and phenyl betal naphthylamine, carloads. 

Requested by Rubber Reserve Company to facilitate program fo 
production of synthetic rubber, and to provide a reserve stock pile 

(9) Woodpulp, carloads. 

Requested by a committee representing the War Production Boari 
to provide a reserve stock pile. 

(10) Gum shellac, carloads. 

Requested by Defense Supplies Corporation, to provide a reseri 
stock pile. 

B. With respect to the following tariff storage-in-transit arrang: 
ments which have limited application, provision will be made for cor 
tinuing the increases as to line-haul rates, charges for the transi 
privileges, and charges for out-of-line hauls. 

(1) Alcohol, carloads. Agent J. R. Peel’s I. C. C. No. 3514. 

Requested by the Commodity Credit Corporation to provide a re 
serve stockpile. 

(2) ‘‘All freight,’’ carloads. (I. C. C. numbers to be furnished.) 

Requested by the War Department, now used also by the Navy 
Department and the Procurement Division of the Treasury Department. 
Necessity for storing in government storage plants various materials 
used in the war effort. Due to the number of items involved, it was 
impossible to list each one specifically. These commodities were com- 
ing off assembly lines faster than they could be transshipped. 

(3) Copper, bars, ingots, pigs, slabs, cakes, cathodes and anodes, 
carloads, at Dunkirk, N. Y. 

Agent B. T. Jones’ I. C. C. No. 3680; P. R. R. I. C. C. No. 2100. 

Note: This transit arrangement applies on traffic originating at 
North Atlantic ports, destined to points in C. F. A. territory. 

Requested by Metals Reserve Company to provide a reserve stock: 
pile. 

(4) Iron or steel scrap, carloads; compressing in transit as pro 
vided in Agent J. R. Peel’s 3530, Agent L. E. Kipp’s I, C. C. No. 406. 

Note: This transit arrangement involves only the class rate ani 
transit tariffs published by Agents Peel and Kipp. 

Requested by the Office of Price Administration, War Productio 
Board and the Office of Defense Transportation to permit movemel! 
of light loading of scrap iron from 1emote areas, which otherwis 
could not be used under the maximum prices fixed by the Office ¢ 
Price Administration. 

(5) Jute fibre and shellac gum, carloads. 
C. C. No. 87. 

Requested by the Defense Supplies Corporation. These are all¢ 
cated materials which the Defense Supplies Corporation was compelle 
to move from the ports in order to clear the port facilities. 

(6) Mica, carloads. New York Central Tariff I. C. C. No. 4 
Delaware and Hudson Tariff I. C. C. No. 13870. 

Requested by Metals Reserve Company to enable them to stor 
away from the seaboard these essential materials which it was nec 
sary for them to move from the ports as imported. ; 

(7) Toluol and toluene, carloads. Transit at Chicago, [llin0s 
Agent B. T. Jones’ I. C. C. No. 3677. ; 

This arrangement was requested by a shipper in the interest © 
the war effort in order to provide for storage in transit of essentid 
war materials which must be moved from the point of producti 
and must be available close to the point of consumption which, in this 
case, was the ordnance plant located in the vicinity of Elwood, Tilinols. 

(8) Petroleum lubricating oil and petroleum’ grease, carloads: 
Transit at Trenton, N. J., Reading Company I. C. C. No. 2214, al 
P. R. R. I. C. C. No. 2100. 

Requested by U. S. Navy. 
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(9) Metal furniture, mattresses and bedding insulation (fibre, glass 
or mineral wool), pumps and small machinery, n. o. i. b. n., electrical 
appliances and equipment, carloads. Transit at Richmond, Va. Chesa- 
peake and Ohio Railway I. C. C. No. 12770. 


Requested by Newport News Ship Building and Dry Dock Company 
in order to take care of a construction program for the Navy. 


Special Permissions 


On application of W. J. Kelly on behalf of carriers parties 
to Ex Parte 148, the Commission, by Commissioner Aitchison, 
has issued Special Permission No. 15675, authorizing the carriers 
and their publishing agents to file with the Commission, on 
five days’ notice, tariffs, or supplements or revised pages from 
points located on and west of the Mississippi River, and from 
points located in Wisconsin, in conformity with the Commis- 
sion’s report and order of April 6 in Ex Parte 148. The order 
directed that publications issued and filed under the permission 
pear the notation ‘Issued on five days’ notice, under permis- 
sion of the Interstate Commerce Commission, No. 15675, dated 
April 30, 1943.” It also directed that such publications include 
without omission all of the rates, charges, rules or regulations 
embraced in the permission, and indicated that authority for 
filing under the permission would be void 15 days from its 
date. 

Permissive Order FF No. 175 under section 409 of the act, 
and Special Permission No. M-37875 and No. 15684, under sec- 
tions 405 and 409, have also been issued by Commissioner 
Aitchison for the Commission. These orders afford freight 
forwarders the necessary authority to make adjustments in 
line with the order of April 6, in Ex Parte 148, as to joint 
forwarder-motor rates and straight forwarder rates, it was 
explained at the Commission, Permissive Order FF No. 175 
extending the general authority to make the reduction in rates, 
and the special permission order carrying relief as to notice. 
The special permission authorized forwarders and their pub- 
lishing agents to publish and file with the Commission consecu- 
tively numbered supplements to their tariffs, or reissues thereof, 
such supplements or tariffs to provide conversion tables and 
such other tables as might be necessary to reduce present rates 
to the extent set forth in an appendix. It also authorized for- 
warders and their agents to make other changes as requested 
in applications filed with the Commission, to be made effective 
May 15, on not less than five days’ notice as to publications 
issued and forwarded to the Commission from points on and 
west of the Mississippi River, and points in Wisconsin, and to 
be made effective May 15 on not less than ten days’ notice as 
to all other publications, such publications to bear a notation 
similar to that required on publications of the rail carriers. 

The special permission also authorized forwarders to de- 
part from the terms and requirements of tariff circulars FF 
No. 1, MF No. 1 and No. 20, to the extent necessary to establish 
the changes contemplated by the permission, the supplements 
or tariffs to bear the notation “The form of this publications 
is authorized under authority of special permission of the Inter- 
state Commerce Commission No. M-37875, No. 15684 dated 
April 30, 1943.” Supplements issued under the permission in 
the first instance, the order said, would be exempt from the 
provisions of rule 9 (e) of tariff circular No. 20 limiting the 
number and volume of supplemental matter permitted. 

The special permission order was made void as authority 
for filing after May 10. 

The Commission, by Commissioner Aitchison, has issued an 
identical amendment to Special Permission No. M-37875, No. 
15684, and Permissive Order FF No. 175, substituting in each 
order the words “effective not earlier than May 15, 1943” in 
lieu of the words “effective May 15, 1943.” 


Petitions Denied 


The Commission late May 3 made public an order in Ex 
Parte 148 denying the petitions of American Trucking Associa- 
tions, Inc., Middle Atlantic States Motor Carrier Conference, 
Inc., and the Detroit & Cleveland Navigation Co. asking that 
all L. C. L. or any-quantity rates or rates on merchandise 
traffic be exempted from the order of April 6 requiring removal 
of the original Ex Parte 148 increases. The Commission also 
denied the petition of the East St. Louis Junction Railroad Co. 
asking that its charges be exempted and that continuation of 
absorption of switching charges by connecting carriers be 
continued. 

The same day the Commission issued its order in Ex Parte 
148, denying petitions of the A. T. A. and others that the rail- 
toads be permitted to continue their present 1. c. 1. or any- 
quantity rates, it made public a number of replies, opposing 
the petitions. Replies were filed on behalf of the following: 


Pennsylvania Railroad Co.; American Cotton Manufacturers Asso- 
ciation; North Carolina Cotton Manufacturers Association, Inc.; Cot- 
ton Manufacturers Association of South Carolina; Georgia-Alabama 
Textile Traffic Association; Alabama Cotton Manufacturers Association; 
Cotton Manufacturers Association of Georgia; Alabama Public Service 
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Commission; Georgia Public Service Commission; State Corporation 
Commission of Kansas; Public Service Commission of Louisiana; Board 
of Railroad Commissioners of Montana; Public Service Commission of 
Missouri; Utilities Commission of North Carolina; Public Service Com- 
mission of North Dakota; South Dakota Public Utilities Commission; 
Railroad Commission of Texas; Department of Public Service of Wash- 
ington; Railroad and Public Utility Commission of Tennessee; Public 
Service Commission of Utah; the Office of Price Administration; and 
the Department of Agriculture. 


Replies of the Pennsylvania Railroad Co. and the O. P. A. 
were directed at the A. T. A. petition as well as the supporting 
petition of the Middle Atlantic States Motor Carrier Confer- 
ence, Inc., for deferment of the effective date of the Ex Parte 
148 order so far as it concerned 1. c. 1. and any-quantity rates. 

If the Commission were to grant these petitions and the 
railroads were to avail themselves of the permission to main- 
tain their present 1. c. 1. and any-quantity rates, despite the 
necessity, under the present order, of removing from their 
carload rates the general increases previously authorized in 
this case, there would result the establishment of different 
basic scales of rates for contemporaneous application to 1. c. 1. 
and carload traffic, said the Pennsylvania, adding that this 
issue had not been raised in the proceeding. 


The state commissioners, in their reply, took the position 
that no modifying order in Ex Parte 148 might be issued with- 
out a full opportunity for consideration in conference with the 
cooperating committee of state commissioners, who had been 
appointed, and who had served, in the original hearing in Ex 
Parte 148, and in the reopened hearing. 


All the opponents, uniformly objected to the reliance placed 
by the A. T. A. and the Middle Atlantic States conference on 
the exhibits of Dr. Ford K. Edwards in the class rate investi- 
gation in No. 28300, and No. 28310. These exhibits, it was 
contended, had not been put in evidence in the Ex Parte 148 
proceedings and could not, therefore, form the basis for any 
modification of the order in that case. 


It was argued in the replies that the motor petitioners 
should not be heard in insisting that their competitors be 
required to maintain higher rates on any class of traffic, merely 
in order that the motor carriers might more freely compete 
for the handling of that traffic. The reply of the shipper asso- 
ciations added that the motor carriers would not be compelled 
to make a corresponding reduction in less-truckload rates, nor 
to continue their present rates. Whatever they did, the ship- 
pers said, would be done voluntarily, and said that the fact 
that motor carriers did not always choose to meet rail rates 
was illustrated by the proceedings in I. & S. M-2222, Increased 
Common Carrier Truck Rates in the East. The motor carriers 
should make their own rates, they said, “with due considera- 
tion of their operating costs and with due consideration of the 
extent to which they desire to compete for handling particular 
traffic.” 


On this point, the reply of the Department of Agriculture 
said that some of the largest motor carriers went so far as to 
say that the rate bases of motor carriers should in no way be 
related to those of the railroads, and added: 


It is recognized that the dynamic growth of the motor carrier in- 
dustry has not been completely subjected to the leveling influences of 
maturity and that there are many carriers in the field, large and small, 
who are functioning beyond their economic aptitude, and powers. It 
may well be that the perilous operating ratio of motor carriers in 
general is affected by these inefficient members of the community. 
These peculiar difficulties, at which we can only hint herein, seem to 
us to argue strongly for the proposition that, sooner or later, motor 
carriers should be required to stand upon their own economic legs. 
We believe that even now they should not be supported by any crutch 
that is given to them in the form of a raise in rates to their chief 
competitor, particularly at a time when it has been proven beyond 
cavil that the revenue situation of the railways is such that they do 
not need an increase in their rates. 


The O. P. A., quoting from the Commission’s order of 
April 6 in Ex Parte 148, in which the Commission said it rec- 
ognized the congressional objectives of the price control and 
stabilization acts, said: 


It is in confident reliance upon the desire of the Commission to 
afford the measure of cooperation requested in the order of the 
President, a desire that has already been translated into effective 
action by its order of April 6, 1943, that the Commission is now re- 
quested to weigh the conflicting values involved in the petitions here 
under consideration. 


That the motor carriers realized the insignificance of the 
competitive factor in merchandise traffic so far as the rail- 
roads were concerned, said O. P. A., was evidenced by the 
action of the Middle Atlantic group in amending its petition in 
I. & S. M-2222 following the order of the Commission in Ex 
Parte 148. It was significant, O. P. A. said, that the original 
request for a 10 per cent increase on less-than-truckload traf- 
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fic was retained, while the petition was amended so that an 
increase of only 4 per cent was requested on truckload traffic. 


Barge Line Rates 


The O. P. A., in its conclusions, said that the request of 
A. T. A., if granted, “would, to a considerable extent, nullify 
the anti-inflationary accomplishments of the Commission’s 
order, contrary to the interests of our war economy and in 
derogation of the purpose of the emergency price control act, 
as amended, and of the orders of the President... .” 

In reply to a letter from Nuel D. Belnap, of Chicago, who 
represented Inland Waterways Corporation in the original Ex 
Parte 148 proceeding, Commissioner Aitchison wired that the 
Commission’s findings and order of April 6, “suspending” the 
freight rate increases from May 15, 1943, to Jan. 1, 1944, ap- 
plied to port-to-port rates of the barge line. In a following 
letter, Commissioner Aitchison said, supplementing his wire: 


The Commission considered your request in conference. As you 
say, the petition of the Inland Waterways Corporation was among those 
of carriers filed originally in this proceeding, upon consideration of 
which the increases were authorized in the original report herein, 245 
I. C. C. 545. In its report and order on further hearing, dated April 
6, 1943, the Commission intended to suspend all increases in freight 
rates and charges permitted in the original report for the period speci- 
fied. Clearly the finding of unreasonableness with respect to rates and 
charges during that period is broad enough to cover all situations 
and not merely the increases made by railroads. 


As to water carrier rates generally, it was explained at 
the Commission that the findings in the reopened Ex Parte 148 
were as to the unreasonableness of all the rates involved, but 
that the order was addressed to the rail carriers. Therefore, it 
was said, a water carrier not a party to the original proceed- 
ing, but which had increased its rates, would not be in violation 
of the order, but, as the rates had been found unreasonable, 
it might subject itself to a suit for reparation. It was pointed 
out that the report of April 6 said specifically that motor car- 
rier rates were not in issue. 


Tie-Breaking Vote 


In a letter addressed jointly to all of the commissioners, 
including Mr. Eastman, A. F. Cleveland, vice-president, Asso- 
ciation of American Railroads, said that his attention had been 
directed to an article in the Traffic World of April 17, entitled 
“Eastman’s Vote Challenged?” (p. 896). 

Mr. Cleveland said, in reference to the report from New 
York that individual rail lines were considering the legality of 
the tie-breaking vote of Commissioner Eastman in Ex Parte 
148, he felt it was proper for him to say that in the only meet- 
ing of the rail lines to consider the decision in reopened Ex 
Parte 148, at which he presided, there was “not a suggestion 
from any of the twenty or more lawyers present at this meet- 
ing, or from any of the traffic officers (not only the thirty mem- 
bers of the committee but many chief traffic officers in addition 
thereto, who were present) with regard to Mr. Eastman’s par- 
ticipation in this decision,” and that at no time was the ques- 
tion “raised in this article’ mentioned by any one attending 
that meeting. 

The subject had been discussed with the officers of the 
association, he said, and that he could state positively that ‘‘no 
comment has been made nor have the provisions of section 11 
of the interstate commerce act quoted in this article been re- 
ferred to.” This statement, said he, was true with regard to 
every railroad man who had discussed this decision with him. 

Mr. Cleveland said the letter was written “solely out of 
a sense of duty that you should be informed of the facts stated 
herein and in order to remove any doubt that may exist in your 
minds as to the position of the officers of both the railroads and 
this association in regard to this subject.” 


RATE PARITY LEGISLATION 


A report, prepared for the Commerce and Industry Asso- 
ciation of New York by George E. Mace, its traffic manager, 
made public May 3, condemned legislation intended to place 
class rates in various territories on a parity. It characterized 
such attempted legislation as “the most serious threat to the 
welfare of the north since the Civil War.’’ The Commission had 
the matter under consideration in its class rate investigation, 
the report said, adding that present bills in Congress were ef- 
forts on the part of “southern politicians’ to influence the 
Commission in its decision, 

“All this political clap-trap in Congress and in political 
circles around Washington is designed for the purpose of put- 
ting political pressure on the I. C. C., seeking to get it to decide 
its investigation in favor of the south, for the purpose of ex- 
pediency, rather than to decide the issue impartially on the 
record as made at the various public hearings conducted by the 
I. C. C.,” the report said. “Strong as the Commission has been in 
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the past, its members are only human beings and they cannot 
justly be expected to resist the strong pressure brought to bear 
upon them without assistance. The recommendations of the 
Tennessee Valley Authority, that freight rates should be ad. 
justed for the purpose of developing the south and west indus. 
trially, adds fuel to the fire. 

“Plain common sense proclaims that the purchaser of trans. 
portation should be required to pay for what he gets, not to 
pay for the purpose of industrial development of some other 
section of the country. 

“The fact that northern industries have for the past 25 
years been increasingly migrating to the south because of cheap 
labor, cheap taxes and cheap land value, together with lower 
living standards and costs, is no secret.” 


T. V. A. Report “Piffle”’ 


The report of the Tennessee Valley Authority on inter- 
territorial freight rates, sent to Congress by President Roosevelt 
late in March (see Traffic World March 27, p. 721), is “ag 
collossal conglomeration of piffle and ignorant bliss,” says 
A. J. Ribe, industrial traffic manager of Birmingham, Ala., in 
a letter to R. A. McCaffrey, general chairman, Southeastern 
Shippers’ Advisory Board. The letter is in response to the 
appointment of Mr. Ribe to the chairmanship of a board com- 
mittee to study postwar transportation and the National Re- 
sources Planning Board and T. V. A. reports on transportation, 
Mr. Ribe asks either that, because of the press of work in his 
office, someone else be appointed in his place or that he have 
more time than contemplated for study of the reports. 

He says, however, that he has hurriedly read the T. V. A. 
report and has arrived at the opinion quoted. It would be 
derogatory and insulting to the inmates of insane asylums to 
assert that the report was prepared in such an institution, says 
he, adding that an earlier reference of his to its authors as 
“starry-eyed idealists and academic theorists’ was compili- 
mentary. 

“The report is speculative to the nth degree and is con- 
tradictory,” he says. ‘‘“Why we should have to pay taxes to have 
such rot handed out is beyond understanding. The authors of 
the T. V. A. report have proven themselves master minds at 
comparing things about which they are wholly ignorant, reach- 
ing conclusions from facts that have no relation, one to the 
other, and in analyzing statistical data. They .can add sliced 
pineapple to chopped onions and come out with spinach.” 

Comparing the T. V. A. report with that of the board of 
investigation and research on interterritorial rates, he says the 
latter is “much more sane and rational” because it recommends 
that “class ‘rates be adjusted in accordance with costs and 
revenue needs of the carriers and that commodity rates be 


left for separate treatment,’ whereas the T. V. A. recommends 


unification of all rates. That could only mean “the same rates 
for the same distance on sand, coal, pig iron and railroad rails 
in carloads,” he adds. Those who believe that this would mean 
rate parity are “sadly mistaken,” he says because of the varying 
distance of many points from points of production. The entire 
south, he points out, contains only one point of pig iron produc- 
tion, at Birmingham, whereas in the north, practically no point 
from St. Louis to Boston is more than 50 or 100 miles from 
pig iron production. As to that commodity, he says, “uniformity 
means anything but parity for the southern consumer, because 
he has to go further to get pig iron, unless he and other 
southern users move to Alabama. Apparently, the latter is one 
of the theories of the theorists.” 

The T. V. A. report says that the railroads are overbuilt, 
he points out, and that that would be true even under existing 
war conditions “if, through proper economic planning and the 
adjustment of freight rates, long hauls and cross-hauls were 
eliminated.” To prove that contention, he adds, the T. V. A. 
sends out representatives to urge shippers to divert war traffic 
from railroads to barges. ; 

“If you have not gotten the idea yet,” says he, “I will 
advise in conclusion that I do not hold the T. V. A. report In 
very high regard. The most that can be said of it ina favorable 
way is that it is smoothly written, is neatly typed, and is 
neatly bound in a green cover.” 


FREIGHT DISCRIMINATION BILLS 


Chairman Wheeler, of the Senate interstate commerce com- 
mittee, has referred to a subcommittee headed by Senator John- 
son, of Colorado, the bills recently introduced involving alleged 
discriminatory freight rates. The other members of the sub- 
committee are Senators Stewart, of Tennessee; McFarland, of 
Arizona; Shipstead, of Minnesota, and Moore, of Oklahoma. 

Included in the bills referred to the committee is S. 94%, 
the bill introduced by Senator Overton, of Louisiana, to givé 














effect 
Inves 
freigh 
of all 
Ships 
yidin: 
the s' 

< 


respe 
subcc 
them 


Cong 
er, 0! 
Coun 
justn 
tions 














































































































VORLD 


y cannot 
t to bear 
; Of the 
1 be ad- 
st indus- 


of trans- 
s, not to 
ne other 


past 25 
of cheap 
th lower 


on inter- 
Loosevelt 
36 oe 
3S," Says 
, Ala., in 
theastern 
e to the 
ard com- 
onal Re. 
20rtation, 
rk in his 
he have 


Ss. 

es Ven 
would be 
ylums to 
tion, Says 
uthors as 
; compli- 


d is con- 
‘Ss to have 
uthors of 
minds at 
nt, reach- 
ne to the 
idd sliced 
ch,” 
board of 
» Says the 
-ommends 
costs and 
rates be 
-ommends 


ame rates f 


road rails 
yuld mean 
1e varying 
The entire 
yn produc- 
y no point 
iiles from 
iniformity 
r, because 
and other 
‘ter is one 


overbuilt, 
r existing 
g and the 
auls were 
TT. VA 
war traffic 


e, “I will 

report in 
. favorable 
od, and is 


nerce com- 
ator John- 
ng alleged 
f the sub- 
‘arland, of 
lahoma. 
is S. 947, 
1a, to give 





May 8, 1943 


effect to the recent recommendations made by the Board of 
Investigation and Research with respect to interterritorial 
freight rates. Another is S. Res. 125, providing for investigation 
of alleged freight rate discriminations, introduced by Senator 
Shipstead. S. 1030, the bill introduced by Senator Stewart, pro- 
viding for freight rate zones, is another measure referred to 
the subcommittee. 

Senator Johnson said May 5 he would have no plans with 
respect to the bills until he had consulted the members of the 
subcommittee but he indicated that hearings would be held on 
them. 





INTERTERRITORIAL RATES 
Representative Kefauver, of Tennessee, has inserted in the 
Congressional Record an address delivered by Governor Coop- 
er, of Tennessee, before the southern regional conference of the 
Council of State Governments, in Atlanta, Ga., calling for ad- 
justments of freight rates so as to remove alleged discrimina- 
tions against southern industries. 





Motor Rate Inerease in East 


Cross-examination of Howard A. Meyerhoff, a representa- 
tive of the public on a panel of the National War Labor Board 
and chairman pro-tem of the board’s trucking commission, in 
the hearing in I. and S. M-2222, involving the suspended tariffs 
proposing truck rate increases in the east (see Traffic World, 
April 24, p. 973), disclosed that the National War Labor Board 
had incorrect information before it in a truck wage increase 
case—a Statement that the Interstate Commerce Commission 
had found, after an exhaustive survey of motor carrier opera- 
tions in the middle Atlantic states, that the operating income 
of the carriers was not sufficient for them to absorb a 15 per 
cent increase in wages, unless freight rates were increased by 
an amount that would be adequate to absorb the increase. 
According to the testimony the reference should have been to 
the Office of Price Administration and not the Commission. 

The incorrect statement appeared in a “panel report and 
recommendations” in the mater of Paterson (N. J.) Truck 
Owners and Operators and International Brotherhood of Team- 
sters, Chauffeurs, Warehousemen and Helpers of America, 
local 560, A. F. of L. Mr. Meyerhoff was a member of the 
panel. It was included in an exhibit submitted by Mr. Meyerhoff. 

E. G. Siedle, representing the Middle Atlantic Shippers 
Motor Carrier Committee, asked Mr. Meyerhoff about the 
statement, pointing out that in the panel report the panel 
said it believed that certain basic facts were of paramount 
importance in the formulation of wage recommendations, and 
included the alleged findings of the Commission as among 
the “basic facts.’ 

“Can you tell us just when did the Interstate Commerce 
Commission make such a finding?” asked Mr. Siedle. 

Examiner Coyle, presiding, interrupted to say he did not 
read the paragraph that way, and asked Mr. Meyerhoff “where 
you say ‘the Commission’ in the excerpt quoted by Mr. Siedle, 
did you mean the Interstate Commerce Commission or the 
trucking commission or the War Labor Board?” 

“I mean the Interstate Commerce Commission: their 
recommendation was given to us in connection with this case 
and as I recall and to answer your question in part, the investi- 
gation in the middle Atlantic states area was conducted and 
concluded in between our first and second hearings, that ought 
to be somewhere around November, maybe, or December,” 
said Mr. Meyerhoff. 

Charles E. Cotterill, counsel for the Middle Atlantic States 
Motor Conference, said he thought he could clear up the matter 
and said that the statement of the panel should have been—to 
be strictly accurate—that the Office of Price Administration 
and not the Interstate Commerce Commission was the body 
referred to. 

“I was under the impression it was of the Interstate Com- 
merce Commission,” said Mr. Meyerhoff. ‘Now, obviously, it 
was something else.” 

At the National War Labor Board it was stated that it 
had been advised of the error in the panel report (see “Truck 
Wage Increases” elsewhere). 


WOODPULP TRANSIT CHARGE 

Price Administrator Brown, on his own behalf and on 
behalf of Director of Economic Stabilization Byrnes, has peti- 
tioned the Commission to suspend a proposal of rail carriers 
to increase to 34% cents a hundred pounds the transit charge 
applicable in connection with shipments of woodpulp stored 
In-transit at Albany, N. Y., Bluefield, W. Va., and at Harris- 
burg, Pa., and Philadelphia, Pa., carried in the following sched- 
ules, effective May 20: 
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Third revised page 56-P, Rule 10, Delaware & Hudson 
I. C. C. No. 13870, at Albany; supplement No. 3, Rule 10, New 
York Central I. C. C. 330, at Albany; supplement No. 1, Rule 
70, Norfolk & Western I. C. C. 9171, at Bluefield; and first 
revised page 228-A, item 2, Pennsylvania Railroad Co. I. C. C. 
2100, at Harrisburg and Philadelphia. 

The petitioner said the proposed 3% cent transit charge, 
if permitted to become effective, would result in a violation of 
the Commission’s order of April 6 in Ex Parte 148, in that the 
charge included the increase thereby suspended on and after 
May 15. The present charge, it said, was 3 cents, including the 
Ex Parte 148 increase. It declared also that the increase would 
adversely affect the present price stabilization program. 


N. B. & C. Water Rights 


Norfolk, Baltimore & Carolina Line, Inc., has filed a sup- 
plementary application and brief in No. W-595, asking the 
Commission to enter an order finding the applicant had added 
to its equipment, facilities, and services continuously since 
January, 1923; that, incidental thereto it had extended its 
services over uncompleted portions of the Atlantic Intracoastal 
Waterway within a reasonable time after those portions were 
opened to navigation; and that, therefore, it was entitled to a 
certificate as a common carrier by water of freight from Balti- 
more, Md., to Charleston, S. C., and all intermediate points. It 
asked authority to serve these two points, and a finding that 
public necessity and convenience required its services between 
Greenville, Georgetown, and Conway, S. C., on the one hand, 
and, on the other, Charleston, S, C., on the south, and Balti- 
more, Md., and intermediate points on the north. 

The brief and application were filed for the purpose of 
submitting evidence which, the brief said, should have been 
established at the first hearing. This evidence, it said, was to 
the effect that applicant’s vessels could not operate prior to 
the creation of a 12-foot depth on Dec. 20, 1940, in the Atlantic 
Intracoastal Waterwey, and that operations were delayed on 
the suggestion of the Commission that it would be unwise to 
begin the operation until a conference could be arranged be- 
tween applicant and North Carolina Line, Inc., which had reg- 
istered a complaint. Applicant had extended its operations on 
the waterway south of Wilmington, N. C., to Charleston, S. C., 
within 112 days after the uncompleted portion of the waterway 
was completed, the brief said, and urged that this was a reas- 
onable time under the act. 

The evidence showed, the brief said, that certain commodi- 
ties were better adapted to transportation by inland waterway 
vessels than by coastwise vessels, due to the type of equipment 
of applicant, which enabled it to eliminate “overside into hatch 
stevedoring, lighterage and more than two handlings as against 
five handlings required by the coastwise movement... . 

Applicant should be allowed to serve points south of Balti- 
more, the brief said, because public necessity required it, and 
because no other water carrier had ever served those points 
except the North Carolina Line, Inc., which had discontinued 
its service, and which had never served any of those points 
except Norfolk and Wilmington. 


Contract Water Charges 


An informal ruling that contract carriers by water should 
cancel existing minimum rates and charges contained in sched- 
ules on file with the commission which are not the minimum 
rates or charges actually maintained and charged and should 
establish in lieu thereof the lowest rates and charges which are 
being collected under some shipper contract has been made by 
W. V. Hardie, director of the Commission’s bureau of traffic, 
and G. E. Talmage, director of the Commission’s bureau of 
water carriers and freight forwarders. 

Explaining that the ruling reflected the views of the di- 
rectors and was made in the absence of authoritative decision 
on the subject, the directors said that the question presented 
was whether the minimum rates and charges published in a 
schedule of a contract carrier by water must be charged a 
shipper under shipper contract. Continuing the directors said: 


Section 306 (e) states that: ‘‘It shall be the duty of every con- 
tract carrier by water to file with the Commission, * * * schedules 
of minimum rates or charges actually maintained and charged for 
interstate and foreign transportation * * * and any rule, regulation, 
or practice affecting such charges and the value of the service there- 
under.”’ 

In Shipman Bros., Contract Charges, California and Idaho, 30 
M. C. C. 229, decided August 5, 1941, division 2 in considering the 
lawfulness of proposed rates and charges’ of a contract carrier by 
motor vehicle under section 218 (a) stated at page 231 that, ‘‘It is 
clear that under the amended act, schedules of contract carriers which 
fail to show the lowest rates or charges actually maintained for the 
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transportation in the carriers’ contracts are unlawful.’’ The division 
found that the proposed minimum rates which were not the lowest 


actually maintained and charged were unlawful and ordered their 
cancelation. 


The wording of section 306 (e) in all essential particulars is the 
same as the wording of section 218 (a). It has not been interpreted 
by the Commission in a formal proceeding, but it is the view of the 
undersigned officials of the bureau of traffic and of the bureau of water 
carriers and freight forwarders it must be interpreted the same as 
section 218(a) was interpreted in the Shipman case as to motor car- 
riers. Contract carriers by water therefore should cancel existing 
minimum rates and charges contained in schedules on file with the 
Commission which are not the minimum rates or charges actually 
maintained and charged and should establish in lieu thereof the lowest 
rates and charges which are being collected under some shipped con- 
tract. It should be understood that rates higher than the minimum 
rates and charges published may be charged other shippers without 
being filed with the commission, provided, as stated above, those filed 
reflect the charges which are actually being collected from some ship- 
per under a contract with such shipper. Necessary changes should be 
made effective upon the usual statutory notice. 


Ark.-La. Rates 


Briefs have been filed by the respondent rail and motor 
carriers by the protestants, Monroe (La.) Traffic Bureau and 
Shreveport (La.) Chamber of Commerce, and by the Office of 
Price Administration, in I. & S. 5171, Class Rates, Less-than- 
carload Between Arkansas and Louisiana, and I. & S. M-2184, 
Less Truck-Load Class Rates Between Arkansas and Louisiana. 
Under suspension in the proceedings were cancellation notices 
published in supplements 32, 33 and 34 of Southwestern Lines’ 
Tariff 220-E, J. R. Peel’s I. C. C. No. 3400, proposing to cancel 
rates established to meet the competition of unregulated motor 
carriers. The motor schedules suspended were J. D. Hughett’s 
supplement No. 29 to MF-I. C. C. No. 77. 

The joint brief of the rail and motor carrier respondents 
said that the result of the effort on the part of the rail carriers 
to meet the truck competition had been extremely disappoint- 
ing. The maintenance of the present rates, it said, had resulted 
in dissatisfaction and complaint on the part of shippers located 
outside the area involved, from which the rates to the area 
involved were on the basis of the standard class rate scale 
prescribed by the Commission in the 21st Supplemental Report 
in Consolidated Southwestern Cases. 


It said that the rates proposed to be canceled only applied 
where the rate-making distances, computed in the manner pre- 
scribed in Finding 3 of the supplemental report aforementioned, 
were two hundred miles or under. It was the rates found to be 
reasonable in that report, “plussed by the applicable general 
increases that the respondent carriers now propose to substi- 
tute . . .” Motor carriers, the brief said, had also been disap- 
pointed in the results gained by the lower rates which had 


been intended to attract traffic being handled by unregulated 
carriers, 


The contention of the Monroe and Shreveport protestants, 
the brief said, that the reasonableness of the interstate rates 
should be judged by the intrastate rates in effect, was not justi- 
fied. The only basis of the protestants’ case, it said, was that 
they had enjoyed a more favorable basis on their shipments 
into Arkansas in the past then their competitors had, and they 
desired to remain in this favorable situation, “particularly so 
they may foster their present attempt to have put into effect in 
Louisiana the low 220 scale for intrastate application.” The 
reference to the 220 scale is to the designation generally given 
the reduced rates because they were first published in a South- 
western Lines tariff of that number. 


In a separate motion, the rail and motor respondents asked 
the Commission to vacate ‘‘forthwith” so much of its suspension 
order as related to the proposed cancellation of the rates ap- 
plicable from points in southern Arkansas to points in northern 
Louisiana without awaiting its action on the proposed cancel- 
lation of the northbound rates. The ground for the motion was 
that these depressed interstate rates had induced Louisiana 
shipping interests to seek an order from the Louisiana com- 
mission reducing less-than-carload and less-then-truckload in- 
trastate rates in Louisiana. This, the motion said, would force 
a like reduction of the interstate rates between Mississippi and 
Louisiana. 

The brief of the O. P. A. contended that the respondents 
had not sustained their burden of showing that the suspended 
rates were reasonable. After reciting the history of the present 
price control legislation, and the President’s Executive Order 
No. 9328, the O. P. A. brief said that, if it were assumed that 
the present rates were lawful under the interstate commerce 
act, then it would follow that the increases proposed by the 
carriers represented only a proper exercise of their managerial 
discretion within that “zone of reasonableness” which lies be- 
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tween maximum reasonable rates and minimum reasonable 
rates, and added: 


However, if these be the circumstances, the stabilization program 
including the declaration of policy in the Emergency Price Contro} 
Act, the Second Price Control Act of October 2, 1942, and Executive 
Order 9328 which is based upon the presidential war powers absolutely 
prohibits the carriers from exercising their peace time managerja| 
discretion to make the proposed increases. 

This prohibition is entirely consistent with the interstate com. 


merce act and the decisions thereunder. It does not involve any Comr 
modification of standard of rate making set up by the Commission nor — and \ 
their replacement by any new or different standards. with 
th 
After explaining the Commission’s decisions in Texas Rates, hn 
Fares and Charges, 253 I. C. C. 723, as having permitted the § the | 
increases to the extent necessary to remove violations of cer- f only 
tain provisions of the act, and saying that the Commission f to ea 
‘Wdentified the removal of discrimination as required by thef I 
interstate commerce act with the removal of gross injustices as consi 
permitted by the stabilization program,” the O. P. A. said the} pot f 
instant case bore no resemblance to the Texas case. With the] prief 
exception of one minor carrier, whose evidence was not prop-} it sai 
erly supported, it said there was no suggestion by the respond-f jn th 
ents that the present rates were in any way unlawful. There-f those 
fore, it said, the increases ‘not being required by the interstate} all c 
commerce act are prohibited by the stabilization program.” objet 
A great danger in the endeavor to prevent inflation, it said, | 
was to be found in increased freight rates. The maximum level] } men 
of reasonableness of rates in southwestern territory was pre-.} desc 
scribed by the Commission, it said, in the aforementioned Con-]} ceivé 
solidated Southwestern cases, and that the carriers had the} miss 
right to establish a somewhat lower basis than that prescribed} The 
if it could be done without resulting in undue prejudice. Rates 
voluntarily established 8 or 10 years ago and continuously } tori 
maintained, it contended, might be assumed to be reasonable | 1942 
rates, and that the Commission could not lightly judge present expl 
rates on the ground that they were lower than the prescribed 
basis. The element of over-all price control, it said, was “an § of © 
initial venture necessitated by the unprecedented government § Lou 
expenditures and the threat of disastrous inflation. It is neces. § ‘0% 
sary for the preservation of our economic stability that the § er 
Commission recognize the importance of its successful opera- 
tion.” boa 
ee stat 
THE TAP LINE CASE his 
Modifying its eighth supplemental order in I. and S. No. f tal 
11, The Tap Line Case, the Commission, division 3, has entered | Ryé 
an order providing for the payment of $7.35 a car on shipments } 
originating prior to May 15, 1943, and $6.93 a car on and f exh 
after that date, on cars delivered by the Warren & Ouachita f 
Valley Railway Co. to the Missouri Pacific, at Warren, Ark. } du: 
The payments were provided on cars of lumber destined to f the 
points in Illinois, Indiana and the southern peninsula of Mich- } No 
igan on, north and west of the lines of the C. C. C. & St. L, § sal 
through Indianapolis, Ind., to Cleveland, O. The same charges §— tiv 


were provided on like traffic destined to points in Texas on and 
south of a line beginning at Texarkana, Ark.-Tex., traversing 
the lines of the St. Louis-Southwestern to Fort Worth, Tex, 
and the lines of the Texas & Pacific thence to El Paso, Tex. 

The order said it appeared that the distance from Warren to 
points in Texas generally and the southwest, except the Texas 
Panhandle, over the Missouri Pacific and its connections, were 
shorter than over the Rock Island and its connections. The 
arrangements desired between the Missouri Pacific and the 
Warren & Ouachita would encourage the use of the shorter 
distances over routes via the connection at Warren and thus 
conserve equipment, said the order. 

The order required the M. P. to file with the Commission, 
within 10 days following any change made in its divisions with 
the Warren & Ouachita Valley copies of its division sheets with 
the latter. The order also provided that the division was to be 
“the net amount that may be paid out of the trunk line rates 
from the junction at Warren, and when the rates from points 
on the line of petitioner (Warren & Ouachita) are made by 
an addition of an arbitrary, the amount of that arbitrary shall 
accrue to the petitioner.” The order is to be effective for the 
duration of the war and six months thereafter. The order said 
the present division on the Warren traffic was $4.29 a car. 


orm @ 


A. T. & N. REORGANIZATION 
The Commission, division 4, has issued a certificate 
Finance No. 10714, Alabama, Tennessee & Northern Railroad 
Corporation Reorganization, certifying the submission for a¢- 
ceptance or rejection by creditors of class 5 of the plan of 
reorganization for the A. T. & N., and the results of the voting. 
The summary of the certificate showed that 99.96 per cent of 
the total vote was for acceptance of the plan. 
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ee 
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(lass Rate Investigation 


May 8, 1943 


The Commission, division 2, has issued a notice to those 
who entered appearances in No. 28300, Class Rate Investiga- 
tion, 1943, and No. 28310, Consolidated Freight Classification, 
in an endeavor to lighten the burden with respect to the serv- 
jee of briefs and to lessen the expense of printing unduly large 
numbers of copies, as had been announced at the close of the 
hearing. Each counsel interested was requested to inform the 
Commission on or before May 15 whether he would file a brief, 
and whether he should be served with copies of all briefs, or 
with briefs only of such persons as he might designate. A list 
of those who entered appearances was attached to the notice, 
with the explanation that witnesses and those who were not at 
the hearings were not entitled to copies of briefs, and that 
only one copy, under the rules of practice, need be furnished 
to each party. 

Failure to respond by May 15, the notice said, would be 
considered as indicating that the non-responding counsel would 
not file a brief, and that he did not desire to be served with 
briefs of other parties. As soon as practicable after May 15, 
it said, the Commission would compile and send to those named 
in the list attached to the notice the names and addresses of 
those counsel on whom briefs must be served. Cooperation of 
all counsel in the plan outlined was necessary to obtain the 
objectives sought, the notice said. 

In another notice to the parties of record in the afore- 
mentioned proceedings, the Commission, division 2, listed and 
described four exhibits which, the notice said, had been re- 
ceived in evidence subsequent to the close of the hearings, per- 
mission to file them having been granted at the final hearing. 
The notice listed the exhibits as follows: 

Exhibit No. 228, Beatrice Aitchison: Analysis of terri- 
torial movement of carload freight traffic on September 23, 
1943, which movement was set forth in exhibit No. 194, and 
explanation of method used. 

Exhibit No. 229, B. F. Morris: Statement showing number 
of carloads of each general I. C. C. classification moved over 
Louisville & Nashville Railroad from southern to official terri- 
een Cincinnati, Ohio, and Louisville, Ky., during Septem- 

r ; 

Exhibit No. 230, C. C. Wimmer: Formula used by Sea- 
board Air Line Railway in assigning freight revenue to the 
state of Florida, which formula was employed by witness in 
his evidence. 

Exhibit No. 231, L. V. Crane: Verified statement in rebut- 
. of certain evidence of E. L. Hart, O. H. Weaver, and J. T. 

yan. 

Attached to the notice containing the aforementioned 
exhibits, was a reproduction of No. 228. 

A. J. Ribe, of Birmingham, Ala., who represented 61 in- 


| dustries in the south in these proceedings, has submitted to 


the Commission an exhibit to correct and supersede his exhibit 
No. 198. A letter from Commissioner Aitchison to Mr. Ribe 
said that the latter’s letter and exhibit had together been tenta- 
tively given exhibit No. 232, and would be treated as part of 


the record unless objection was lodged with the Commission 
within ten days. 


LOUISVILLE SWITCHING CHARGES 


Kentucky & Indiana Terminal Railroad Co., respondent in 
I. & S. No. 5064, Switching at Louisville, Ky., has asked the 
Commission to dismiss the proceeding without prejudice, and 
stated that it was concurrently filing a sixth-section application 
for authority to withdraw, without prejudice, the tariff under 
suspension in the proceeding. The petition said that the respond- 
ent and other interested rail lines and shipper interests had 
determined that “under present stress of war conditions they 
might well compose their differences, temporarily at least, by 
the withdrawal of the present tariff and the filing of a new 
tariff covering $5.50 per car for connection-terminal switching, 
3.96 per car for intermediate switching, $20 per movement 
for one car or more for special movements, and giving notice 
of the closing of two certain team tracks .. .” 


PYRAMID MOVING RIGHTS 


Pyramid Moving Co. has filed a petition for reconsideration 
and further postponement of the effective date of the Commis- 
sion’s order in MC 33500, The Pyramid Moving Co., Common 
Carrier Application, directed solely to a request for reversal 
of the finding of the Commission, division 5, in denying operat- 
Ing right to Pyramid in 35 states and the District of Columbia. 

_After what it described as a very thorough research, the 
petitioner presented tabulations of deliveries by Pyramid, and 
by other household carriers. One such tabulation of eleven 
States showed that, in six of the states, Pyramid made more 
eliveries than Mayflower in the period prior to June 1, 1935. 

e Commission, it said, too narrowly construed what regular 
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and substantial service meant in its case. In only three of the 
claimed states, it said, was there a lapse of three years, and 
that in no other instance could a lapse of over a year and a 
few months be found in its service. If lapses in service by 
other cited carriers, it said, “of from one to nine years do not 
and did not preclude granting of a certificate to serve, then 
surely the operation of Pyramid has not failed to meet the 
requirement of ‘frequency’ and ‘substantiality’ in operation.” 

The Commission, it said, had not recognized the principles 
of law set forth in MC 33893, W. J. Wruck, Common Carrier 
Application, which principles, it said, had been approved by the 
Supreme Court. The brief quoted from that decision language 
to the effect that what might be infrequent but fairly regular 
business to or from a state for a small carrier might be only 
sporadic business for a large carrier and that, consequently, a 
frequency of service that might amount to “grandfather” rights 
in the case of the small carrier could conceivably be inadequate 
in the case of the large carrier. 


D. & R. G. W. REORGANIZATION 


The Denver & Rio Grande has filed a petition in Finance 
No. 11002, Denver & Rio Grande Western Railroad Co. Reor- 
ganization, asking for a further hearing for the introduction 
of evidence of changed economic conditions requiring a re- 
determination of the value of the company’s properties for the 
purposes of reorganization under section 77. 

The petition said that the company was prepared to show 
that since the close of the hearings a greatly increased earning 
power had been devloped, “much of which is in no way con- 
nected with the war or the war economy, and is so far of a 
permanent and durable nature that it could not properly be 
ignored in an appraisal of the debtor’s properties ... and 
that such permanent improvement in earning power will con- 
tinue even though the war demands for its services be not 
followed by the equal demand resulting from greatly changed 
necessities of the transportation business of the nation.” 

It would demonstrate earning power, the petition said, on 
the basis of actualities without the necessity as heretofore of 
more estimates and conjectures. The earning power of the 
company, it said, could be given proper weight in the fixing of 
the capitalization of the reorganized structure and the distrib- 
ution of its securities to the various classes of creditors and 
stockholders. 


N. Y. S. & W. Reorganization 


A number of briefs in support of, and opposing, the plan of 
reorganization submitted in Finance No. 11681, New York, Sus- 
quehanna & Western Railroad Co. Reorganization, have been 
filed with the Commission. New York Life Insurance Co., 
Mutual Benefit Life Insurance Co., and Prudential Insurance 
Co. of America have filed a joint brief in support of the plan 
submitted by them as a group asking, however, some modifica- 
tions in the language used in the plan in connection with an 
annual contribution to an additions and betterments fund. The 
insurance group also asked that all of the preferred and com- 
mon stock of the railroad be found without value and not 
entitled to participate under the plan. 

Central Hanover Bank & Trust Co. have filed a memo- 
randum in support of the plan, with a recommendation as to 
the transfer of non-carrier land to the corporation or the 
trustees. A memorandum on behalf of the New York Trust 
Co. as successor trustee under the general mortgage of the 
N. Y. S. & W., suggested nine modifications of the plan sub- 
mitted by the insurance group, largely concerning interest 
rates and terms of the new securities to be issued. It asked 
also that there be provided an issue of series B, 4 or 5 per 
cent income bonds in the amount of not less than $1,000,000, 
or more than $3,000,000, with preferred stock eliminated or 
reduced accordingly, and that unsecured creditors (not pre- 
ferred) be eliminated from any participation in the securities 
of the reorganized company, with the amount of common 
stock to be issued to the general mortgage bondholders in- 
creased from $3,268,692 to $3,287,518. 

United States Trust Co. of New York, as trustee of the 
terminal mortgage on the proposed plan of reorganization, 
asked in a memorandum that the plan be so modified that the 
bonds to be secured by the new terminal mortgage, or by any 
extension of it, mature within 10 years and be protected by a 
sinking fund. 

National State Bank of Newark, in a memorandum, said 
it did not believe that the offer made to the holders of second 
mortgage 4% per cent bonds was fair, as not preserving the 
relative position of these bondholders in the reorganized corpor- 
ation. A group of bondholders of the Paterson Extension Rail- 
road Co., intervenors, suggested alternative plans for the 
treatment of holders of securities of the Paterson Extension 
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to maintain their relative position in the new structure, or 
that the property of the Paterson Extension be sold or leased 
to the reorganized company. 

A memorandum for the protective committee for holders 
of the general mortgage bonds asked that the plan be amended 
to provide $5,000,000 in general mortgage 4% per cent income 
bonds and $3,250,000 in common stock; be amended to provide 
termination at the end of three years of the voting trusts for 
the preferred and common stock; and be amended to eliminate 
all redemption premiums and cumulative rights on the pro- 
posed securities. Edith A. Merritt, a stockholder, has filed a 
brief opposing the plan of reorganization of the insurance 
group, and made part of her brief her objections filed in the 
federal court for the New Jersey district, based on the general 
contention that the entire plan was unfair and inequitable to 
the general mortgage bondholders. 

The Commission, by division 4, has issued two orders in 
the proceeding, one denying the petition filed by Central Hold- 
ing Co., Lillie Mock, Blanche Oster, and Leonard Oster for 
leave to file a plan of reorganization, and one reopening the 
proceeding for the sole purpose of receiving into the record as 
evidence certain portions of the transcript of record on appeal 
titled “Additional papers to the Supreme Court of the United 
States” filed with that court at No. 863, October Term, 1939, in 
New York Trust Co., trustee, vs. New York Susquehanna & 
Western Railroad Co. 





SOO LINE REORGANIZATION 
The Commission, division 4, has issued a certificate in 
Finance No. 18897, Minneapolis, St. Paul & Sault Ste Marie 
Railway Co. Reorganization, certifying submission by it of the 
plan of reorganization to creditors of certain classes. In a 
summary of the certificate, it was shown that 99.6 per cent of 
the total vote was for acceptance of the plan. 





N. Y. S. & W. REORGANIZATION 
In Finance No. 11681, New York, Susquehanna & Western 
Railroad Co., the Commission, division 4, has issued an order 
ratifying the appointment of Henry K. Norton as sole trustee 
of the property of the debtor with compensation at the maxi- 
mum rate of $20,000 a year, to begin as of the date of his 
qualification as trustee. 





PIPELINE DEPRECIATION CHARGES 


In accordance with the provisions of the uniform system 
of accounts for pipe lines, the Commission has issued sub-orders 
Nos. P-16A and P-72, dated April 14, prescribing depreciation 
rates applicable to the pipeline property of the Arkansas Pipe- 
line Corporation and the Southeastern Pipe Line Co., re- 
spectively. 





OLSEN WATER RIGHTS 


By an order in W-713, Diesel Tug Christine Olsen, Inc. 
Contract Carrier Application, the Commission, division 4, has 
dismissed the application for continuance in operation as a 
contract carrier. The order said that since the filing of the ap- 
plication, the applicant had disposed of its only vessel, and 
consented to the dismissal of its application. 


FORWARDER SUBSTITUTION 


At the request of Associated Shippers, Inc., and Associated 
Shippers Carloading, Inc., the Commission, division 4, by an 
order in FF-142, Associated Shippers Carloading, Inc. Substi- 
tution, has substituted Associated Shippers Carloading, Inc., 
as applicant in the proceeding for a permit to operate as a 
freight forwarder. 


REFINERS TRANSPORT PURCHASE 


Refiners Transport & Terminal Corporation has filed a 
reply to the petition of the Department of Justice in MC F-1936, 
Refiners Transport & Terminal Corporation—Purchase—Mar- 
shall Transport, Inc., in which the Commission, by division 4, 
approved the purchase of operating rights of Marshall Trans- 
port Co., and of certain property of Warren C. Marshall. The 
operating rights covered petroleum products, in bulk, in tank 
trucks, from Baltimore, Md., to points in Delaware, points in a 
described area of Pennsylvania, those in Accomac county, Va., 
and those in Washington, D. C. commercial zone (see Traffic 
World, May 1, p. 1031). 

The reply of Refiners said that the carrier, a corporation, 
proposed to purchase the properties of another carrier. Plainly, 
it said, as found by division 4, the transaction fell directly with- 
in the property-purchase division and not the carrier control 
clause of section 5(2)(a)(i) of the act. Equally clear, Refiners, 
and not one of its stockholders, was property party applicant 
under section 5(2)(b), it said, referring to the contention of the 
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Department of Justice that Union Tank Car Co., which owned 
82.6 per cent of Refiners’ stock, should be required by the 
Commission to be a party to the application. 

The status of Union Tank Car Co. as an instrumentality 
of shippers, and not of carrier, and not affiliated with carriers 
the reply said, had been fully determined and that there was 
nothing in the record about the tank car business which had 











es 
not already been considered in prior determinations of the Com. ” 
mission and the Supreme Court. 
si _ 
SERVICE FREIGHT LINES LEASE 
Hayes Freight Lines, Inc., has asked the Commission for 
authority temporarily to operate the portion of the operating (s 
rights of Alfred DeOtte, receiver for Service Freight Lines, i S 
Inc., involved in the pending application of Hayes to purchase a | 
those rights. The operations in question are between Toledo, att 
O., and Detroit, Mich., serving all intermediate points and cer. f we 
tain off-route points; between Detroit and Lapeer, Mich., sery. i 
ing all intermediate points; and from Detroit to Davidson, one 
Mich., thence to Lapeer. 9) 4 
The application said that the receiver for Service was a 
authorized by a referee of the federal court, Eastern Michigan fc 
division, to join in the petition for such temporary authority, ets 
The receiver, it said, had stated that he did not have sufficient miss 
funds on hand with which to carry on the Service operations tech 
which had, therefore, been temporarily discontinued. It was 48 | 
feared, the application said, that during the pendency of the 
purchase application there might be an interruption of service to 0 
which would destroy the operating rights and interfere with ‘ce 
their future usefulness. This would be avoided, it said, if lt 
Hayes was permitted immediately to enter into a lease under al 
temporary authority from the Commission. 
tific 
ALTON REORGANIZATION carl 
By an order, the Commission, division 4, has permitted a 
Stephen B. Gibbons, chairman, John M. Chapman, Dr. Max othe 
Winkler and Bertram R. Smith, as a committee for holders 1941 


of 3 per cent refunding bonds of the Chicago & Alton Railroad 
Co., due 1949, to intervene in Finance No. 14030, Alton Rail. 
road Co. Reorganization. 

J. C. Dunlap, vice-president, Kansas City, St. Louis and 
Chicago Railroad, owner of that part of the line over which 
the Alton Railroad operates between Mexico and Kansas City, 
Mo., has filed a petition in federal court at Chicago to effect 
reorganization of his company (see Traffic World, May 1, p. 
1032). The petition was filed in the Alton’s reorganization case. 

The petition says the directors of the short line voted 
April 29 to authorize institution of the reorganization proceed- 
ings. It says the directors represent the majority stockholder, f 
the Alton Railroad, which owns 30,000 shares of 7 per cent f 
preferred stock and 1,576 shares of common stock. Those stocks, 
it says, are pledged to secure the line’s $45,350,000 refunding 
mortgage. It says the line’s debts include unpaid federal taxes 
of $596,431, and claims by former officers of the company, 
representing holders of 10,000 shares of guaranteed 6 per cent 
preferred stock, for approximately $45,000 in expenses and 
attorneys’ fees. It says the company is without funds to pay 
the debts and cannot borrow money. The validity of the claims 
on the road can be determined in reorganization proceedings, 
it says, asking that the district court approve the petition as 
properly filed. 

John E. Gavin, counsel for holders of the guaranteed stock 
sought in vain, last week, for a court order instructing Harry 
A. Gardner, trustee of the Alton, to forbid the K. C., St. L. 
and C. directors, all of them Alton employes, from filing the 
reorganization petition. 

Mr. Gavin, May 6, filed an answer to the K. C., St. L. and 
C. reorganization petition, saying that there was no need for 
a reorganization of the short line. He said the petition was 
not filed in good faith. If the Alton Railroad lived up to the 
conditions of the short line lease, he said, the subsidiary would 
have ample funds to pay claims brought against it by the 
holders of guaranteed preferred stock represented by himself. 





SHIPPER CONCESSIONS FINE 
The Commission has been advised that on April 29 in the 


U. S. District Court for the eastern district of New York 4 : 
fine of $3,000 was imposed on the American Sanitary Rag Co. ot 
on whose behalf a plea of guilty was entered to an information 

charging acceptance of concessions on shipments of sterilized “ 
wiping cloths from Brooklyn, N. Y., to supply officers of the fe 
Navy and The Panama Canal, which had been described by Cc 


the defendant as rags in shipping orders presented to the 
originating rail carriers. This matter was investigated by the 
Commission’s Bureau of Inquiry. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Alabama). Courts will not overturn Pub- 
lic Service Commission’s fact findings in determining whether 
proposed service as common carrier by motor vehicles is or 
will be required by present or future public convenience and 


» necessity, unless commission’s orders are clearly wrong and 


unjust or findings are unsupported by legal evidence of sub- 
stantial weight and probative force. Code 1940, Tit. 48, Secs. 
82, 301 (9), 301 (27). 

The Public Service Commission’s order, granting certificate 
of convenience and necessity to operate as common carrier by 
motor vehicles, cannot be vacated on appeal because of com- 
mission’s admission of evidence not legally admissible under 
technical rules on trial of causes before juries. Code 1940, Tit. 
48, Secs. 82, 301 (9), 301 (27). 

On application for certificate of convenience and necessity 
to operate as common carrier by motor vehicles, Public Serv- 
ice Commission may receive and consider evidence shedding 
some light on issue before it, though not admissible under gen- 
eral rules of evidence. Code 1940, Tit. 48, Sec. 301 (9). 

The Public Service Commission’s decision, granting cer- 
tificate of convenience and necessity to operate as common 
carrier by motor vehicles, must be sustained by some evidence 
which is competent and legal under usual rules of evidence in 
any legal proceeding, and decision founded only on hearsay or 
other improper evidence will not be sustained on appeal. Code 
1940, Tit. 48, Sec. 82, 301 (9), 301 (27). 

“Substantial evidence,” within statute requiring circuit 
court to set aside Public Service Commission’s order based on 
finding facts contrary to substantial weight of evidence, means 
legal evidence. Code 1940, Tit. 48, Sec. 82. 

On application to Public Service Commission for certificate 
of convenience and necessity to operate as common carrier by 
motor vehicles, unsworn letters, written by shippers at in- 
stance of applicants, were not “evidence” to be considered by 
circuit court in reviewing commission’s order granting cer- 


| tificate. Code 1940, Tit. 48, Secs. 82, 301 (9), 301 (27). 


On application to Public Service Commission for certificate 
of convenience and necessity to operate as common carrier by 


| motor vehicles, evidence that common carriers, engaged in like 
10se stocks, 


transportation, were leasing private trucks to supplement their 
equipment, was admissible for consideration in connection with 
whole evidence disclosing over-all situation with which com- 
mission must deal. Code 1940, Tit. 48, Sec. 301 (9). (North 
Alabama Motor Express vs. Brooks, 12 Sou. Rep. 2nd 183). 





(District Court, N. D. Texas). The purpose of Interstate 
Commerce Act is to prevent rebates, discriminations, prefer- 
ential rates, etc. Interstate Commerce Act Sec. 1 et seq., 49 
U.S. C. A. See. 1 et seq. 


The federal district court in construing published tariff 
should consider the end in view, the object to be attained by its 
framers. 

The rules with respect to construing published tariffs are 
no different from that for construing other documents, and 
language, if plain and unambiguous, must control. 

The words “loading capacity,” as used in published tariff 
providing that when carrier furnishes a closed car longer than 
that ordered, minimum shall be that fixed for car ordered 
except when loading capacity of cars is used, minimum weight 
shall be that fixed for car furnished, requires that longer car 
be loaded to its recognized weight or space capacity in order 
‘0 require shipper to pay freight on full minimum weight of 
longer car. Interstate Commerce Act Sec. 1 et seq., 49 U. S. 
C. A. Sec. 1 et seq. 

The construction of a public tariff by Interstate Commerce 
Commission would not be binding upon the courts, though it 
should have great weight. Interstate Commerce Act Sec. 1 
et seq., 49 U. S. C. A. Sec 1 et seq. 

P The construction of a published tariff presents purely a 
question of law,” and, as concerns interstate tariff, one of 
federal law. Interstate Commerce Act Sec. 1 et seq., 49 U.S. 
C. A. See. 1 et seq. 

_ The Interstate Commerce Commission is an “administra- 
tive and executive body” and within its statutory realm it is a 
legislative body,” and its rules and regulations duly adopted 
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by it have the force of law. Interstate Commerce Act Sec. 1 
et seq., 49 U. S. C. A. Sec. 1 et seq. 

Rule of tariff circular promulgated by Interstate Com- 
merce Commission relating to minimum carloads was advisory 
only, and did not construe published tariff providing that when 
carrier furnishes a closed car longer than ordered, minimum 
shall be fixed for car ordered, except when loading capacity of 
car is used, minimum weight shall be that fixed for car fur- 
nished, as requiring shipper to pay more freight whenever 
weight and space capacity of car ordered is exceeded. Inter- 
state Commerce Act Sec. 1 et seq., 49 U. S. C. A. Sec. 1 et seq. 

When shipper ordered a car 40 feet in length in which to 
ship cotton linters interstate, and railroads, not being able to 
comply, furnished a car 50 feet in length, and shipper shipped 
more linters in car than it could have in a 40-foot car, but 
something less than full capacity of car was used, freight was 
properly paid on minimum weight of car ordered and not on 
the basis of the minimum weight of car furnished. Interstate 
Commerce Act Sec. 1 et seq., 49 U. S. C. A. Sec. 1 et seq. 
(Fort Worth & Denver City Ry. Co. vs. Childress Cotton Oil 
Co., 48 Fed. Supp. 937). 

(District Court, S. D. New York). In action to set aside 
an order of Interstate Commerce Commission granting author- 
ization for merger of certain interstate carriers by motor 
vehicle, evidence sustained Commission’s finding that proposed 
consolidation would bring about economies and greater ef- 
ficiency in operation, improvement in service, leave ample com- 
petitive motor vericle carrier service in territory affected, and 
that consolidation would be in public interest. Interstate Com- 
merce Act, Sec 5, 49 U. S. C. A. Sec. 5. 

In action to set aside an order of Interstate Commerce 
Commission granting authorization for merger of certain inter- 
state carriers by motor vehicle, answer of United States con- 
fessing error and praying for decree setting aside the order 
did not affect right of defendant carriers to join issue and seek 
dismissal of complaint. Jud. Code Secs. 212, 213, 28 U. S.C. A. 
Sec. 45a. 

Where evidence was sufficient to support findings of Inter- 
state Commerce Commission forming basis for order authoriz- 
ing merger of certain interstate carrier by motor vehicle, court’s 
further review of order was confined to determining whether 
order was in conformity with applicable law. Jud. Code, Secs. 
209, 210, 28 U. S. C. A. Secs. 45, 47a; 28 U. S. C. A. Sec 47. 
Interstate Commerce Act Sec. 5, 49 U. S. C. A. Sec. 5. 

The anti-trust acts and the Interstate Commerce Act are 
designed to bring about conduct of business for common good 
but the anti-trust acts are also penal and are aimed at evils of 
monopolies whereas the Interstate Commerce Act is primarily 
concerned with creation and maintenance of adequate transpor- 
tation service to the public. Sherman Anti-Trust Act Secs. 1-8, 
15 U. S. C. A. Secs. 1-7, 15 note; Clayton Act, 38 Stat. 730; 
Interstate Commerce Act Sec. 5, 49 U. S. C. A. Sec. 5. 

The import of the act relieving carriers affected by con- 
solidation order of Interstate Commerce Commission from anti- 
trust laws is that the Commission when acting with due regard 
for public interest may be guided by purpose of Interstate 
Commerce Act and that if it has properly interpreted that Act 
and applied it correctly to facts proved and found, its order is 
valid, although not outside field of restraint made unlawful 
by anti-trust statutes. Sherman Anti-Trust Act Secs. 1-8. 15 
U. S. C. A. Secs. 1-7, 15 note; Clayton Act, 38 Stat. 730. 

“Public interest” is proper standard to be applied by Inter- 
state Commerce Commission in determining whether to author- 
ize merger of interstate carriers by motor vehicle, since it 
embraces in respect to public transportation service what is 
adequate, economical, efficient, necessary and therefore appro- 
priate to serve the public need. Interstate Commerce Act Sec. 
5, 49 U. S. C. A. Sec. 5. 

In passing on petition for authorization of merger of inter- 
state carriers by motor vehicle, what is needed for adequate 
service is matter for Interstate Commerce Commission to de- 
cide, and it is likewise free to decide what amount of compe- 
tition is in furtherance of public interest. Interstate Commerce 
Act, Sec. 5, 49 U. S. C. A. See 5 

In passing on petition for merger of interstate carriers by 
motor vehicle, the Interstate Commerce Commission is not 
bound to foster competition to a degree that will not best serve 
public interest from standpoint of adequate public transporta- 
tion service and whether competition as such is adequate must 
depend upon its effect in furtherance of the attainment of ends 
Congress sought to accomplish under the Interstate Commerce 
Act. Interstate Commerce Act Sec. 5, 49 U. S. C. A. Sec. 5. 

The fact that after consolidation of interstate carriers by 
motor vehicle there will be no other one carrier by motor 
vehicle in competition with the consolidated carrier throughout 
the whole territory it serves was a factor to be considered in 
passing on application but did not prevent making of order 
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authorizing consolidation. 
49 U.S. C. A. Sec. 5. 

In action to set aside order of Interstate Commerce Com- 
mission granting authority for merger of interstate carriers by 
motor vehicle, three-judge Federal District Court could not 
review the weight of the evidence or the wisdom of the order. 
Interstate Commerce Act Sec. 5, 49 U. S. C. A. Sec. 5; 28 U. S. 
C. A. Sec. 47. 

Where record showed adequate evidence supporting find- 
ings that proposed consolidation of interstate carriers by motor 
vehicle would bring about economies and greater efficiency in 
operation, improvement in service, leave ample competitive 
motor vehicle carrier service in territory affected, and that, 
consolidation would be in public interest, the order was valid 
notwithstanding the findings did not negative the possibility 
that the merger would not be in accord with all provisions of 
anti-trust acts. Sherman Anti-Trust Act Secs. 1-8, 15 U. S. 
C. A. Secs. 1-7, 15 note; Clayton Act, 38 Stat. 730; Interstate 
Commerce Act Sec. 5, 49 U. S. C. A. Sec. 5. 

Order of Interstate Commerce Commission authorizing 
issuance of securities required to finance consolidation of inter- 
state carriers by motor vehicle was based on adequate findings 
amply supported by evidence, and therefore order was to be 
given effect. Interstate Commerce Act Sec. 5, 49 U. S. C. A. 
Sec. 5. (McLean Trucking Co. vs. United States, 48 Fed. 
Supp. 933). 


Interstate Commerce Act Sec. 5, 





(Supreme Court of Ohio). The fact that general purpose 
stated in articles of incorporation of storage warehouse was the 
maintenance of a storage warehouse did not render warehouse 
ineligible to hold certificate of public convenience and necessity 
to operate its moving vans anywhere in county, where purpose 
clause also included owning of trucks and moving vans neces- 
sary and convenient in carrying out of the purpose. Gen. Code, 
Sec. 614-2. 

The primary purpose of motor transportation laws is to 
maintain necessary and convenient motor transportation for 
the public, and anticipated benefits to applicants for certificates 
of public convenience and necessity, or possible detriment to 
other certificate holders, are only incidental, since certificates 
are granted only for benefit of public. Gen. Code, Sec. 614-2. 

The Public Utility Commission was created and functions 
for purpose of aiding the public in securing adequate service 
from utilities. 

Where there was evidence supporting order of Public Utili- 
ties Commission that application of storage warehouse for 
certificate of public convenience and necessity for transporta- 
tion of certain goods anywhere in county would be allowed 
unless existing certificate holders provided additional transpor- 
tation, order would not be disturbed in court on appeal. Gen. 
Code, Secs. 614-2, 614-84. (Adams vs. Public Utilities Com- 
mission, 47 N. E. Rep. 2d 773). 





(Supreme Court of Mississippi, Division B). On application, 
based on the grandfather clause, relating to operation on and 
after January 1, 1938, to the Public Service Commission for a 
certificate of public convenience and necessity authorizing ap- 
plicant to operate as a common carrier by truck generally over 
specified routes, ambiguities of and inferences from freight bills 
which have been over-stamped in applicant’s name were for 
the commission. Laws 1938, c. 142, Sec. 8(a). 

Evidence established bona fide operation over specified 
routes by applicant as a common carrier by truck generally 
on and after January 1, 1938, authorizing issuance under the 
grandfather clause of a certificate of public convenience and 
necessity to applicant as a common carrier of commodities 
generally. Laws 1938, c. 142, Sec. 8(a). (Gulf Mobile & O. 
R. R. vs. Luter Motor Express, 12 Sou. Rep. 2d 420). 


A. A. R. PATENT INFRINGEMENT CASE 


Whether or not the Association of American Railroads 
could be sued for patent infringement in a federal court dis- 
trict in which it did not have its principal place of business 
and in which the patent in question had not been infringed 
was one of the questions the Supreme Court of the United 
States had been asked to decide in two cases in which, on 
May 3, it denied petitions for certiorari. 

The cases, brought to the Supreme Court from the Circuit 
Court of Appeals for the Second circuit, were No. 859, Sperry 
Products, Inc., vs. Association of American Railroads et al., 
and No. 860, Association of American Railroads vs. Sperry 
Products, Inc. The patents in controversy related to the Sperry 
detectocar, used for detecting transverse fissures in rail. De- 
fendants in the suit filed by Sperry Products, Inc., in the 
southern district of New York included F. E. Williamson, pres- 
ident of the New York Central and a director of the A. A. R., 
and the Long Island Railroad. The appeals court, acting on 
Sperry’s appeal from the district court, found, in effect, that 
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the complainant had “no case” against Mr. Williamson, that 
the A. A. R. could not be sued for the alleged patent infringe. 
ment unless the suit was brought in the federal court district 
in which it had its principal place of business, and that the 
complaint might be maintained against the Long Island Raj. 
road. The A. A. R., in its petition for a writ of certiorari, took 
the position that even if the suit could be maintained in the 
southern district of New York the association was not prop- 
erly a defendant and had not committed the patent infringe. 
ment complained of. Some time before it filed its complaint 
in the southern New York district, the Sperry Products cor. 
poration had filed a similar complaint in the District of Co. 
lumbia, in which the A. A. A. has its principal place of busi. 
ness, but had subsequently withdrawn the complaint. 







Cotton Loading Charge Case 


By a 5 to 4 decision, the Supreme Court of the United 
States, in an opinion written by Chief Justice Stone, has up. 
held the Commission’s findings that tariffs filed by five rajl- 
roads, requiring shippers of cotton from Oklahoma to the 
southeast to pay a loading charge in their shipments and re. 
lieving of such a charge shippers of cotton from compres; 
points in Oklahoma to certain Gulf of Mexico ports, are not 
unjustly discriminatory or unduly prejudicial to shippers. 

The Supreme Court handed down this decision in No. 520. 
L. T. Barringer & Co., Appellant, vs. United States, Interstate 
Commerce Commission, Atchison, Topeka & Santa Fe Railway 
Co. et al., the case having come before it on appeal from the 
federal court for the western Tennessee district. The district 
court had dismissed the complaint. The Supreme Court af- 
firmed the action of the court below. 

Justice Douglas wrote a dissenting opinion, joined by Jus- 
tices Roberts, Black and Reed. 

Chief Justice Stone noted that it appeared from the Com. 
mission’s decision, 248 I. C. C. 643, that the appellee railroads 
carried cotton from Oklahoma points to Gulf ports and that 
their lines also formed relatively short parts of the through 
routes over which cotton moved from Oklahoma to points in 
southeastern United States. He observed that successive re. 
ductions in rail rates to the Gulf ports had been made because 
of truck competition, and that until about 10 years ago cotton 
moved only on 1. c. 1. rates, after which carload rates were 
established pursuant to the Commission’s decision in Cotton 
From and To Points in Southwest and Memphis, 208 I. C. C. 
677. Under these rates, he added, the cotton was typically 
collected in 1. c. 1. quantities at the ginning points, carried by 
rail short distances to compressors, and after compression 
assembled in carload quantities for shipment to destination. 
The shipper paid the local, 1. c. 1. rates to the compress point 
and the local rate from that point to destination, but on the 
cotton’s arrival at destination the carrier refunded the differ- 
ence between the freight paid and the through carload rate. 
On these rates, the carriers’ charge to the shipper for loading 
service was 5% cents a square bale. Under the tariffs here 
under consideration, filed to become effective June 11, 1941, 
the loading charge would be eliminated on shipments to the 
Gulf ports. 

“Appellant buys cotton in Oklahoma for resale to mills in 
the southeast,” said Chief Justice Stone. “Under the proposed 
tariffs it must continue to pay the loading charge on cotton 
which it ships to the southeast, while merchants who ship to 
the Gulf ports and who compete with appellant in the pur- 
chase of cotton are relieved of that charge. Contending that 
this situation would create an unjust discrimination under 
section 2, and would be unduly prejudicial under section 3 (1), 
appellant filed a petition with the Commission . . . to suspend 
the proposed tariffs. . . 

“Appellant’s principal contention is that in considering the 
validity of the proposed tariffs . . . the Commission could look 
only at the charge for the loading service and was not entitled 
to consider conditions relating to the through _line-haul 
rates. ..” 


Justice Stone noted that the Commission had found, among 
other things, that rail rates to the southeast were already 
lower than they were to the Texas ports and that there was 
no trucking competition on the movement to the southeast. 
He said it had long been established by Supreme Court de- 
cisions that differences in competitive conditions might justify 
a lower line-haul charge over one line than another, as might 
be determined by the Commission; that the loading charge 
entered into the total cost of the line haul to the shipper, 
whether separately stated or included in the line-haul tariff. 
and that there was nothing in section 2 or in Supreme Court 
decisions to preclude the Commission from “looking at the 
whole of the services rendered to different shippers to deter- 
mine whether conditions are such as to jusitfy a difference In 
charges made for one component part of the whole.” 
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“In the circumstances of this case,” he said, “we cannot 
gt aside, as lacking in rational basis, the Commission’s deter- 
mination that the reduction in the line-haul cost to the shipper 
effected by remission of the loading charge did not result in 
an unjust discrimination. . . . In the present proceeding the 
mly question in issue is whether the proposed elimination of 
the loading charge is unjustly discriminatory or unduly pre- 
judicial ; nothing in the Commission’s order or its rules of 
rocedure forecloses attack on the line-haul rates in an ap- 
propriate proceeding on any ground which the statute author- 
ws 


Justice Douglas, in his dissenting opinion, said: 


This proceeding put in issue not the line-haul tariff but the 
separately stated charge for loading . . . To allow this proceeding to 
be used to adjust indirectly the line-haul tariff is to circumvent the 
act. . . . The present line-haul rate is a through or joint rate in which 
carriers other than the appellee roads participate. ‘Those other car- 
riers are not parties to this proceeding; nor does it appear that they 
have consented to any adjustment of the line-haul rates, . . Congress 
has prescribed the procedure for obtaining adjustments of line-haul 
rates. That method is different from the one provided for adjusting 
a separate tariff of the kind we have here. We should not allow the 
procedure for readjusting line-haul rates to be circumvented through 
the rebate route. ... 


Contract Truck Rights Case 


In restricting the operating authority of a motor contract 
carrier, under the “grandfather” clause of part II of the act, 
to designated types of shippers served by the carrier in the 
past, the Commission placed a proper construction on the 
provision of section 209 (b) of the act that it should specify in 
the permit “the business of the contract carrier covered 
thereby and the scope thereof,” the Supreme Court of the 
United States decided in an opinion handed down May 3 in 
No. 511, John W. Noble, dba Noble Transit Co., Appellant, vs. 
United States, Interstate Commerce Commission et al. The 
Supreme Court thus affirmed a decision of the federal court 
for the Minnesota district, third division, dated July 22, 1942. 

In its report on the Noble Transit Co. application, 28 
M. C. C. 660, the Commission had authorized the applicant to 
continue operation as a motor contract carrier under individ- 
ual contracts with persons who operate food canneries or meat- 
packing businesses, in transportation of specified commodities 
between specified points or areas in Minnesota, Wisconsin, Illi- 
nois and North Dakota. The appellant, according to the Su- 
preme’ Court opinion, contended that he should have been 
allowed to haul the commodities named in his permit for any- 
one he chose to serve, within the territorial limits authorized. 
The opinion contained a reference to the Commission’s deci- 
sion in Keystone Transportation Co. Contract Carrier Appli- 
cation, 19 M. C. C. 475, and quoted the Commission’s statement 
in that decision that the words “the business of the contract 
carrier covered thereby and the scope thereof” in section 209 
(b) meant more than “just the business of being a contract 
carrier within a defined territory,” and connoted the exact 
and precise character of the service to be rendered by such 
carrier. 

“We agree,” said the Supreme Court. “Unless the words 
of the act are given that interpretation, permits under the 
grandfather clause may greatly distort the prior activities of 
the carrier. He who was in substance a highly specialized 
carrier for a select few would be treated as a carrier of gen- 
eral commodities for all comers, merely because he had car- 
ried a wide variety of articles. The ‘grandfather’ clause would 
be utilized to enlarge the carrier’s business beyond the pattern 
acquired prior to July 1, 1935. . . . Since the Commission did 
not apply the incorrect standard . .. our function is at an end. 
The precise delineation of an enterprise which seeks the pro- 
tection of the ‘grandfather’ clause has been reserved for the 
Commission. . .” 

The Supreme Court found that other objections of the 


applicant to the restrictions imposed on its permit were with- 
out merit. 


PRIVATE TRUCK EMPLOYES’ HOURS 


Contentions of employes of two private truck operators 
that they were entitled to overtime pay for hours worked in 
excess of the maximum hours a week prescribed by the fair 
labor standards act of 1938 in the period prior to May 1, 1940, 
and that the exemption in that act with respect to motor 
carrier employes did not apply until the Commission had exer- 
Cised its power to prescribe maximum hours for such employes, 
Were rejected by the Supreme Court of the United States in a 
decision handed down May 3. 

The Supreme Court made this decision in No. 581, South- 
land Gasoline Co., Petitioner, vs. J. W. Bayley, Henry V. Bloom, 
G. C. Kendall et al., and No. 725, Wilson W. Richardson, 
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Petitioner, vs. The James Gibbons Co. In No. 581, the Supreme 
Court reversed the Circuit Court of Appeals for the Eighth 
circuit; in No. 725 it affirmed the decision of the Circuit Court 
of Appeals for the Fourth circuit. The appeals court in No. 581 
had construed the exemption section of the fair labor standards 
act to exempt private carrier employes from its maximum hours 
provision only after the Commission had found a need for 
establishment of maximum hours for such employes. The 
Fourth circuit appeals court had found that the exercise of 
this power by the Commission was not a prerequisite for 
applicability of the fair labor standards act exemption to 
private motor carrier employes. 

“If the point now urged (by the employes) had been in 
the mind of Congress,” said the Supreme Court, “it would have 
itself expressed the intention to leave private carriers subject 
to the fair labor standards act until the Interstate Commerce 
Commission acted.” 


| 


HOBOKEN DIVISIONS CASE 


_The Supreme Court of the United States will review the 
decision of the New Jersey three-judge court in No. 926, I. C. C. 
vs. Hoboken Manufacturers Railroad Co., setting aside the order 
of the Commission in No. 27630, Hoboken Manufacturers Rail- 
road Co. vs. A. C. & Y. et al., in which Hoboken sought an in- 
crease in the divisions it was receiving from trunk lines out of 
joint class and commodity rates on traffic interchanged by it 
with Seatrain Lines. The Supreme Court noted that it had 
probable jurisdiction in the case (see Traffic World, Dec. 12, 
1942, p. 1394). 


RATE BUREAU REGULATION 


Chairman Wheeler, of the Senate interstate commerce 
committee, has announced that hearings of S. 942, the bill pro- 
viding for Commission control of rate bureaus and conferences, 
will begin before the committee May 18. Director Eastman, of 
the O. D. T., will be one of the witnesses (see Traffic World, 
April 10, p. 853). 


Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Middle Georgia district, at Macon; northern Georgia dis- 
trict, at Gainesville; and middle Alabama district at Montgom- 
ery. Southern Freight Dispatch, Inc., and Watkins Produce 
Co., a copartnership composed of William B. Watkins, B. 
Maxwell Courtney and W. Amos Kindred, all of Thomasville, 
Ga., were fined a total of $2,250 on pleas of guilty, April 28 
and 29, to informations charging violations of part II of the 
act. On April 28, at Macon, Southern Freight Dispatch, Inc., 
a motor common carrier, was fined $750, which was required 
to be paid, and was also placed on probation for one year, on 
its plea of guilty to an information charging it with seeking 
to evade and defeat regulation by use of false bills of lading, 
and with granting concessions to shippers, and with operating 
as a common carrier without authority. The carrier’s president, 
William B. Watkins, was placed on probation for one year on 
his plea of guilty to charges of aiding and abetting the com- 
mission of the violations charged against the carrier. At the 
same time and place, Watkins Produce Co., a motor common 
carrier, was fined $500, all of which was required to be paid, 
and was also placed on probation for one year, on its plea of 
guilty to an information charging it with operating without 
authority, without rate publications on file with the Commission, 
and without having evidence of security for the protection of 
the public on file. On April 29, at Gainesville, Watkins Produce 
Co. was fined $500 on its plea of guilty to charges of operating 
as a common carrier as aforementioned. Watkins Produce Co. 
had been fined $500 April 16 at Montgomery, Ala., on its plea 
of guilty to operating as a common carrier without authority, 
and with fraudulently seeking to evade and defeat regulation 
by means of the device of acquiring title to property trans- 
ported by it. 


Southern Illinois district, at Springfield. Paul H. Seiz, of 
Quincy, Ill., was fined $150 and costs April 21, on a plea of 
guilty to an information charging operation as a common Car- 
rier without certificate, without rates and charges on file, and 
with failure as an owner-driver to make and keep drivers’ log. 
The fine and costs were paid. The defendant also entered a 
plea of guilty to another information po him with operat- 
ing without a certificate, without rates and charges on file, 
and with driving a motor vehicle in excess of the hours a day 
permitted by the Commission’s safety regulation. Imposition of 
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sentence was suspended awaiting the report and recommenda- 
tion of the government’s attorney. 

Middle Pennsylvania district, at Harrisburg. Oliver A. Mil- 
ler, a motor common carrier, dba Miller’s Motor Freight Serv- 
ice, of York, Pa., was fined $700 May 3 on a plea of guilty to 
an information charging him with requiring excessive weekly 
on-duty hours and excessive daily driving hours for drivers, 
and failing to have on file physical examination certificates for 
new drivers. The fine was paid. 


Lease of Holt Motor Rights 


Illinois-Minnesota Motor Carriers Conference, Inc., and 
Gateway City Transfer Co., Inc., have filed suit in the federal 
court for the Minnesota district, fourth division, asking the 
court to set aside and enjoin enforcement of the Commission’s 
order in MC F-1759, Standard Freight Lines, Inc.—Lease— 
Ralph D. Holt. The order in that proceeding authorized the 
lease by Standard of operating rights of Holt, doing business 
as Certified Motor Transport, of Minneapolis, Minn., covering 
common carrier rights as to general commodities over a regular 
route between Minneapolis and La Crosse, Wis., via St. Paul, 
Red Wing, and Winona, Minn., serving specified intermediate 
points. Chairman Alldredge and Commissioners Lee, Miller, 
Splawn and Rogers dissented. 

Calling attention to the fact that “the order and findings 
so made were supported in a 6 to 5 decision,” the complaint 
said that the findings as to the competitive situation in the 
affected area were insufficient to support the decision. The find- 
ings in the form set forth in the opinion, said the complaint, 
did not consider the public interest, but merely found that the 
evidence did not warrant the belief that the additional com- 
petition that would be furnished by Standard would so seri- 
ously affect their revenues of the protestants as to impair their 
ability to continue rendering their present service. The failure 
to make a finding as to public interest, it said, resulted in 
entire disregard by the majority of other evidence in the record 
indicating adequacy of present service, lack of public demand, 
unnecessary duplication of highway use, and similar considera- 
tions. 

The error of the Commission was further emphasized, said 
the complaint, by the “narrow margin of Commissioners sup- 
porting the order and is demonstrated by the dissenting opin- 
ions.” (See Traffic World, April 3, p. 784.) 

The complaint was docketed as civil action No. 914 Illinois- 
Minnesota Motor Carriers Conference, Inc. and Gateway City 
Transfer Co., Inc. vs. United States of America and Interstate 
Commerce Commission. 


TRUCK WAGE INCREASES 

Rejecting a recommendation of a mediation panel headed 
by Howard A. Meyerhoff, professor,at Smith College, that the 
wage increases be made effective as of the date of authoriza- 
tion of “rate relief” by the Interstate Commerce Commission 
or April 15, 1943, whichever was earlier, the National War 
Labor Board has directed eighteen Paterson (N. J.) trucking 
companies to increase the wage rates of their drivers by 15 
per cent to compensate these workers for losses in real earn- 
ings resulting from the rise in the cost of living as provided 
in the “Little Steel’ formula and to apply the increase retro- 
actively to September 1, 1942, the day after the expiration 
date of the old contracts between the companies and the A. F. 
of L. teamsters’ union. Approximately 600 drivers and helpers 
are affected. The decision was announced May 4. 

This case was discussed in the hearing of the Commission 
in I. and S. M-2222, involving the proposed motor rate increases 
in the east, the recommended report of the Labor Board panel 
having been submitted as an exhibit by Mr. Meyerhoff (see 
“Motor Rate Increase in East” elsewhere). In its proposed 
report the panel said the Commission made an exhaustive sur- 
vey in the middle Atlantic states and said the operating in- 
come of the motor carriers was not sufficient for them to 
absorb a 15 per cent increase in wages. Cross-examination of 
Mr. Meyerhoff developed that the naming of the Commission 
was an error. 

The findings of the War Labor Board were the recom- 
mendations of the panel headed by Mr. Meyerhoff except as 
to the retroactive application of the increase. The labor mem- 
ber of the panel had dissented from the panel’s recommenda- 
tion that the increase be made effective as of the date of “rate 
relief” granted by the Commission or April 15, 1943, which- 
ever was earlier. 


RAIL UNEMPLOYMENT INSURANCE 
Senator Chandler, of Kentucky, has introduced S. 1044, 
to amend the railroad unemployment insurance act so as to 


place the various states on an equal basis with respect to con- 
tributions of employes. 
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really necessary and are competently administered. ]t 
is especially no time to rant about “social gains” and 
such rot. Many such things have been ridiculous even 
when we could afford to play with them, but to play 
with them now is dangerous. If we must have coal, and 
steel, and transportation to win this war—and we must 
—and men refuse to produce unless they can have 
their own way about wages and conditions at the cost 
of upsetting our entire economy and all orderly pro. 
cedure in getting things done and maintaining financial 
and social soundness, then what is the matter with 
making them work? Legislation would be necessary, 
of course, and all labor should be paid fairly and em. 
ployed under as favorable conditions as possible, but 
the job must be done and no political sobbing about the 
laboring man should be allowed to prevent. The labor. 
ing man is at least no better than the fighting man, but 
he is just as necessary to the war job. The same thing, 
of course, would apply to the employer of labor—anj 
we should say that it does today. 


The time may not be quite here for such drastic 
steps, but it seems to us that it is dangerously near and 
our lawmakers and our administration in Washington 
should be prepared to meet the situation and cease flirt- 
ing with pleasant-sounding remedies that cannot cure, 
If the time comes when men refuse to work in essen- 
tial industries without extorting unreasonable terms 
and upsetting plans to maintain order, then what pos- 
sible sound objection could be made to drafting workers 
as we draft fighters? 





Coal and Transportation 


Refusal of coal miners to work beginning the latter part 
of last week brought orders from the Commission and the 
War Production Board designed to conserve the supply of coal 
in transit but decision of the Officials of the United Mine Work- 
ers of America “to restore all mines to immediate operation for 
a period of fifteen days beginning Tuesday (May 4)” removed 
immediate need for the orders and they were suspended. 

Likewise, Director Eastman, of the Office of Defense 
Transportation, held in abeyance action designed to curtail 
travel to save locomotive fuel, Solid Fuels Administrator 
Ickes having requested such action. He said May 3 there 
would be no steps taken in that direction if the mines remained 
in operation. Mr. Eastman, in a statement issued May 2, had 
asked the public, pending adoption of ways and means to cur- 
tail travel to save coal, to help by abandoning all unnecessary 
travel and by making plans to postpone all necessary travel 
that could possibly be deferred. 

In service order No. 120, issued late April 30, the Com- 
mission pointed out that the War Production Board the same 
day had issued its order M-316, generally prohibiting anyone 
from accepting delivery from a railroad of any carload of 
bituminous coal if he had, or would have after accepting 
the delivery, more than ten days’ supply on hand, had certified 
to the Office of Defense Transportation the need for such action, 
and that the O. D. T. director had similarly certified to the 
Commission the necessity for appropriate action to give full 
effect to the W. P. B. order. Service order No. 120, dealing 
with bituminous coal shipments, was then issued by the Com- 
mission. The W. P. B. also issued its order M-318, prohibiting 
persons with more than five days’ supply of anthracite coal on 
hand, from accepting delivery of such coal, and, in turn, the 
Commission, May 1, issued its service order No, 121. The 
Commission’s orders applied the directions to common carriers 
by railroad. In supplemental orders 120-A and 121-A, issued 
May 3, the original orders were suspended until the further 
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order of the Commission. The W. P. B. orders were suspended 
May 3. 
Railroads in Precarious Position 


In a statement May 3 Administrator Ickes, appealing for 
solid fuel conservation measures, said that new statistics com- 
piled by the bituminous coal division of the Department of the 
Interior showed that users had an estimated 77,292,000 tons on 
hand as of April 1, and that there was nothing to indicate that 
the stock position had improved very much since that date. 
This would be enough bituminous coal to last only a little more 
than six weeks, if it were evenly distributed, said he. 

“The steel mills and railroads,” said he, “are in a par- 
ticularly precarious position. ‘For instance, the figures show 
that the steel plants in Ohio had an average of only 23 days’ 
supply on hand April 1, and that the amount of coal held by 
the steel mills averaged only 33 days’ supply on a national 
basis. Some individual plants have far less than the average 
supply on hand. 

“The railroads, whose prime motive power comes from 
coal, held an average of only 32 days’ supply on hand April 1, 
on a national basis, while the southwestern roads had an aver- 
age of but 25 days’ supply on hand.” 

Ickes had his duties with respect to coal greatly increased 
as the result of issuance May 1 by the President of an executive 
order directing him, as Secretary of the Interior, to take posses- 
sion of ‘‘any and all mines producing coal in which a strike or 
stoppage has occurred or is threatened . . . and to operate or 
arrange for the operation of such mines as he deems necessary 
for the successful prosecution of the war, and to do all things 
necessary for or incidental to the production, sale and distribu- 
tion of coal.”” The nation’s coal mines were taken over by Ickes. 

Solid Fuels Administrator Ickes has issued his regulation 
No. 1, containing a declaration that “the marked increase in 
fuel requirements incident to the war economy of the United 
States threatens certain inequitable distributions of solid fuels” 
and setting forth the “direction” that the Solid Fuels Adminis- 
trator for War may from time to time issue specific directions 
requiring, forbidding, or otherwise providing for the delivery of 
solid fuels by or to any person or persons. Willful violations 
of the regulation may, under its terms, be punishable by fine 
or imprisonment. 

Mr. Ickes, commenting on the regulation, said normal 
distribution of coal would not be disturbed unless exercise of 
the power stated in the regulation became “absolutely essen- 
tial.” 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and ter- 
minal companies, reported a total of 1,313,846 employes as of 
the middle of February, 1943, and total compensation for that 
month of $247,870,083, according to a compilation prepared by 
the Commission’s Bureau of Transport Economics and Statistics 
of wage statistics of those roads for February, statement M-300. 

The employment was an increase of 145,529, or 12.46 per 
cent, over the number reported for February last year. The 
total number of hours paid for was 18.28 per cent greater and 
the total compensation was 18.5 per cent greater in February, 
1943, than in February, 1942. A comparison of the number of 
employes who received pay in the month with the total hours 
paid for, showed 194 hours “per employe” in February, 1943, 
and 188 hours in February, 1942. Employes paid on an hourly 
basis in February, 1943, received pay for 22,293,283 hours of 
overtime, which was 9.48 per cent of the straight time paid for. 
The corresponding percentage for February, 1942, was 4.88. 

Compensation for “time paid for but not worked” for Feb- 
ruary, 1943, was reported as follows: 

Executives, officials, and staff assistants, $33,613; profes- 
sional, clerical, and general, $1,278,897; maintenance of way 
and structures, $250,539; maintenance of equipment and stores, 
$1,193,249; transportation (other than train, engine and yard), 
$298,355; and transportation (yardmasters, switch tenders, and 
hostlers), $97,884. 

In the train and engine service, compensation for February, 
1943, was reported as follows: Straight time actually worked, 
$53,030,324; straight time paid for, $62,695,616; overtime paid 
for, $8,298,544; constructive allowances, $2,733,068; total, $73,- 
727,228. Miles actually run totaled 511,197,971 and miles paid 
for but not run totaled 60,452,874. 





Cc. M. F. A. ANNUAL MEETING 


_ .The annual meeting of the Central Motor Freight Asso- 
ciation will be held at the Drake Hotel, Chicago, June 10. The 
meeting has been designated a “war problems conference.” 
The association will hold its annual dinner the evening of that 
day. Announcement of the speaker will be made later. 
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Rail Wage Hearing Ends 


After 45 days of sessions since March 1, the fact-finding 
board hearing at Chicago in the non-operating rail union wage 
and union shop case ended the morning of May 7. The board 
recessed after hearing oral argument May 3 and 4, in order 
to meet in closed sessions with the union representatives, May 
5, and the railroad representatives, May 6. At the final session, 
Chairman Sharfman said that, in conformity with its duties 
under executive orders, the board had “made every rea- 
sonable effort to settle this dispute” but had not succeeded, and 
would go into executive session to prepare its report for sub- 
mission to the President. 

In the course of the two-month investigation, the trunk 
line and short line railroads, the Railway Express Agency, and 
refrigerator car companies submitted 107 exhibits, and the 
union approximately half that number. The stenographic re- 
port covered more than 6300 typewritten pages. Briefs were 
submitted May 4. 

The chairman said he did not know how long the board 
would require to prepare its report. 


Rebuttal Testimony 


In the unions’ rebuttal, April 30 and May 1 (see Traffic 
World, May 1, p. 1036), E. E. Milliman, president, Brotherhood 
of Maintenance of Way Employes, testified the railroads had 
been unable to employ a sufficient number of section men, par- 
ticularly in the far west, because wages were lower than wages 
paid to similar workers in other industries. B. M. Jewell, re- 
turning to the stand, testified that only 10 per cent of the non- 
operating employes were unskilled. He said office boys, car 
cleaners, and other employes designated in railroad exhibits as 
unskilled, were at least semi-skilled because they operated 
machines. Discussing the development of the present dispute, 
he said notices had been served eight months ago, hearing had 
not been delayed by the unions, and any wage increases granted 
should be made effective as of the time the notices were 
served on the railroads in September, 1942. 

The witness, pointing out that various tax, unemployment, 
and war bond deductions were made from paychecks of the 
employes, said the non-operating unions intended soon to pro- 
pose enactment of a federal workmen’s accident compensation 
law to cover their members. The operating union employes 
apparently preferred the present compensation situation, under 
which railroad employes sued the railroads in cases of acci- 
dents, because those employes, whose accidents were often of 
a serious nature, could obtain greater compensation in the 
courts than they would be able to obtain under existing types 
of compensation laws, he said, adding that the employes he 
represented did not suffer the same serious types of injuries 
that the operating employes suffered, and would be better off 
under a federal law comparable to present state compensation 
laws covering workers in other industries. 

Jacob Aronson, chief counsel for the railroads, presented 
a few additional exhibits, generally serving as corrections of 
previously introduced exhibits. He introduced as an exhibit the 
Commission’s order of April 12 in Ex Parte 148, in which the 
Commission suspended the railroad freight rate increases au- 
thorized in its prior report. 


Unions’ Argument 


rr 


Frank Mulholland, counsel for the unions, said that grave | 
consequences might result if the board failed to act wisely, 


because many railroad workers at present doubted the sagacity 
of seeking wage increases through orderly procedures and felt 
direct action would be more effective. Only one industry was 
involved in the case, he said. The Railway Express Agency, 
refrigerator car lines, and short lines were all part of the rail- 
road industry, and their prosperity was closely related to the 
prosperity of trunk line railroads. The short lines, he said, 
relied on ‘the poverty argument” and sought preferential 
treatment, but those companies never had shared their profits 
with their employes and, consequently, their employes should 
not be made to share those lines’ losses. Discussing the short 
lines’ position, that each of those carriers should be treated 
separately according to the merits of each case, he said the 
board could not as a practical matter assign wages according 
to the financial position of each short line, particularly because 
those lines all formed part of the nation’s railroad system. He 
said the Express Agency and refrigerator car lines were wholly 
owned by the railroads and their employes should receive’ the 
same treatment as railroad workers. 

Discussing trunk line railroad earnings, he said those earn- 
ings were at present the highest in history and probably would 
continue to remain high for many years. Painting a glowing 
picture of the post-war national economy, he said a depression 
would not occur immediately after the war or for many years 
thereafter, and the railroads would continue to handle heavy 


traffic loads. The competitive picture, he added, would remain; 
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substantially the same after the war. The 20-cents-an-hour wage 
increase and 70-cents hourly minimum wage, sought by the 
employes, could easily be met by the railroads, he said, adding 
that the wage increases should be granted because of increases 
in costs of living and the existence of inequalities between wages 
of railroad workers and employes in other industries. He said 
the testimony had revealed that the non-operating employes 
now received approximately 20 cents an hour less than wages 
received by similar workers in other industries. 

He said the unions’ proposal for a union shop should be 
granted in order to give the unions greater control over em- 
ployes in the war period when the cooperation of -the unions 
was important in achieving efficient labor practices. As to the 
railroads’ contention that establishment of the union shop was 
illegal under the railway labor act, he said it was not the 
board’s duty to pass on that legal question. The board had 
authority only to consider the “moral” need for such a shop 
and to render its report to the President. He said the railway 
labor act did not preclude establishment of the union shop, but 
that, if the board believed it did, the board had authority to 
ask the President to use his wartime powers to change that 
act. In time of war, he said, the President had full power to 
set aside peacetime laws if they interfered with the progress 
of the war. Since the unions, when they gave up their right to 
strike, had lost their principal value to the workers, it was 
morally just that the union shop be established in order to 
enable the unions to retain control over their members, said he. 

Asked by Chairman Sharfman if he advocated that the 
President suspend the entire act, he replied in the negative, 
but added that “some of the people I represent are in favor of 
ditching the whole thing.” He declined to discuss the question 
of the board’s authority to grant wage increases under presi- 
dential stabilization orders until he had heard what the railroad 
attorneys had to say in the matter. 


Short Lines’ Reply 


C. A. Miller, vice-president, American Short Line Railroad 
Association, representing 40 short line railroads, said that, 
though the railway labor act usually “was a vehicle for taking 
the railroads for a ride,” it provided that fact-finding boards 
should, when requested by a railroad, treat that company’s case 
on its own merits. He said each company he represented re- 
quested the board to dispose of its dispute separately. He said 
that, if Mr. Mulholland were consistent in his argument that 
the board should consider the disputes only on an industry- 
wide basis, he should also admit that a single board hearing 
should be held covering both the non-operating and operating 
union cases. He pointed out that the firemen’s union, in the 
so-called diesel hearing recently completed at Chicago, had 
asked for and obtained a hearing separately from a similar 
hearing concerning engineers’ demands. He said the companies 
he represented had increased their employes’ wages 15 per 
cent or more, since January 1, 1941, and could not grant addi- 
tional increases. The short lines, he said, would not enter into 
union shop contracts with the unions, even if the board au- 
thorized such an arrangement, because such contracts would 
be unlawful under the railway labor act. 


Express Agency Argument 


A. M. Hartung, counsel, Railway Express Agency, said the 
board could authorize wage increases only on the grounds that 
sub-standards of living were involved or employe wages had 
not been increased 15 per cent since January 1, 1941. His com- 
pany’s employes received wages averaging 93 cents an hour, 
in no case received sub-standard wages, and all had had more 
than a 15 per cent increase in wages since January, 1941, said 
he. He denied that the agency should be treated as part of the 
railroad industry, saying its operations, its employes’ activities, 
and its financial set-up were unlike those of trunk line rail- 
roads. The union shop could not be established by his company 
because it would cause the company to violate existing labor 
os pg with the International Brotherhood of Teamsters, 
said he. 

There was no appearance entered at the hearing, at the 
time of argument, by counsel for the refrigerator car com- 
panies. W. G. Brantly, counsel for those companies, submitted 
a brief, however, in which he said the railway labor act made 
the establishment of the union shop unlawful, and stabilization 


orders prevented the board from granting additional wage in- 
creases to employes. 


Trunk Line Railroads’ Argument 


Bruce Dwinell, general solicitor, Rock Island Lines, speak- 
ing for the trunk line railroads on the union shop demand, 
said the unions sought to compel employes both to join and to 
remain members of the unions, both demands being illegal 
under the railway labor act as held by the U. S. Attorney- 
General in a recent opinion. Since the railroads at present 
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recognized the unions as bargaining agents for the employes 
and most railroad workers were members of the unions, there 
was no need for a union shop, said he, adding that the unions 
made the demand merely to obtain greater control over their 
present members. Admitting that the President and the War 
Labor Board had compelled some industrial companies to estab. 
lish closed shops, he said that in so doing, the President ang 
W. L. B. had not compelled employers to sign illegal contracts. 
He said the President could not compel a company to sign a 
contract that would be illegal. 


William Joyner, counsel for the Southern Railway, dis. 
cussing the question of whether or not the employes should 
receive wage increases to correct substandards of living, saiq 
that only workers receiving less than 40 cents an hour could 
be considered eligible for wage increases under the stabiliza. 
tion law, for that cause. The President’s stabilization order of 
April 8, said he, ruled out the possibility, in the present cage, 
of wage increases for any reason except that based on sub- 
standards of living. Minimum wages of 46-cents an hour were 
effective on trunk line railroads, he said, adding that more 
than 7,000,000 other workers at present received less than 40 
cents an hour. If the board took the position in its report 
that the non-operating employes should receive increases under 
the substandard of living exemption, the 7,000,000 workers in 
America getting less than 40 cents would at once demand 
great increases in their wages, and the national stabilization 
program would fail to prevent inflation. It was no longer the 
nation’s policy that social gains be made if they interferred 
with the anti-inflation program, and any increase of wages of 
employes making 40 cents an hour or less should be raised 
only to preserve such workers’ earnings in the light of cost of 
living increases, he added. 


Stabilization Act Questions 


Mr. Aronson discussed the meaning of the stabilization act 
and the Presidential directives thereunder. The April 8 direc. 
tive had, said he, eliminated the possibility of wage increases 
because of inequities and inequalities as among various groups 
of workers, the chief ground for the demands in the present 
case, and had left only the possibility of wage increases under 
the cost of living and substandards of living exemption, he 
said. He said the unions made no attempt to justify their de- 
mands on the cost of living basis. If a board were to consider 
a cost of living wage increase, he added, it would have to 
consider such an increase for all the workers in an industry, 
in which case, so far as railroads were concerned, demands of 
both the operating and non-operating employes should be con- 
sidered together. All railroad employes had, on the average, 
received a 15-per cent wage increase since January 1, 1941, he 
said. Though the railroads had presented much testimony con- 
cerning the temporary nature of present railroad prosperity 
and the relative high wages of non-operating employes, such 
testimony had been.rendered obsolete in view of the fact that 
only cost of living and substandards of living increases were, 
at this stage of the hearing, legally allowable, he said. He 
added that Mr. Mulholland had made vailed threats that the 
unions might call a strike if the wages were not raised. Such 
threats should not be made and, in fact, strikes should .not be 
called against the common carrier railroads even in time of 
peace, he said. The President, in his April 8 message, he con- 
tinued, had asked all groups in the nation to “hold the line.” 
He urged the unions to “heed the advice of the best friend 
organized labor ever had.” 

Chairman Sharfman asked Mr. Aronson if he thought the 
board’s report would, under the terms of the President’s di- 
rective of February 5, automatically become effective, 30 days 
after it was filed with the President, in the sense that recom- 
mendations in the report would become the legal wage rates. 
Mr. Aronson said he believed that to be so. The chairman said 
~~. his interpretation, also (see Traffic World, Feb. 6, 
p. ‘. 

On rebuttal, Mr. Mulholland denied that the board's 
recommendations would automatically become the legal] rates 
of pay 30 days after the report was filed. The board was estab- 
lished subject to the railway labor act, and could only submit 
its report to the President, he said. Though the February 9 
order mentioned a 30-day period, such period was only 2 
“cooling off” period in which the public could form an opinion 
of the report and in which the stabilization director could 
countermand the recommendations, he said. The President, he 
continued, had no authority under the stabilization act to 
enable the fact-finding board to act otherwise than as provided 
for under the railway labor act. Furthermore, said he, Di- 
rector Byrnes was not bound by the Little Steel cost-of-living 
formula, and could authorize wage increases demanded on the 
grounds of inequalities and inequities. 

Replying, Mr. Aronson said the board had not only the 
authority under the railway labor act to submit a report but 
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the authority granted under the stabilization directives to have 
its recommendations made legally binding. 


Briefs Submitted 


Briefs submitted by the various parties discussed in detail 
only the questions discussed in oral argument. Mr. Hartung 
filed a 35-page brief; the trunk line conference committee 
attorneys submitted a 21-page brief on the union shop dispute 
and a 97-page brief on the wage issue; Mr. Mulholland sub- 
mitted an 147-page brief; and Mr. Miller submitted what he 
called ‘“‘a paper book” of 199 pages in the short line dispute. 


MEXICAN RAIL LABOR IMPORTATION 

Chairman McNutt of the War Manpower Commission has 
announced that 6,000 Mexicans will be brought into the United 
States for immediate employment as railway track laborers 
in southwestern and Pacific coast states. He said an agree- 
ment now concluded by the United States and Mexico made 
Mexican manpower available to meet wartime industrial labor 
needs in this country. 

The W. M. C. had delegated to the Railroad Retirement 
Board the job of selecting the track workers, and recruitment 
of the workers was expected to begin May 10, Mr. McNutt 
said. He added that the first 6,000 Mexicans to be brought into 
this country under the agreement would provide much needed 
labor for western railroad companies that had experienced 
serious shortages. 

“Orders for Mexican workers, to be filled whenever con- 
ditions permitted and under the terms of any agreement en- 
tered into by the United States and Mexico, were placed with 
U. S. Employment Service offices, some time ago, by a number 
of western railroads,” he said. 

Each request by U. S. employers to obtain Mexican work- 
ers for industrial jobs must be approved by the President of 
Mexico and the War Manpower Commission, which would 
administer the program, and only unskilled workers would be 
brought in, he explained. 


TRUCKING AWARD PROCEDURE 

Conversations have been in progress between the National 
War Labor Board and the Office of Price Administration with 
a view to eliminating uncertainties as to when and how wage 
increases granted employes of contract motor carriers are to 
go into effect. Confusion had arisen, it was said at the War 
Labor Board, when employers, while hearings in wage cases 
were in progress, announced that they would seek increased 
rates. 

Under the modified procedure being discussed, it was said, 
a clause would be inserted in the award, where an increase 
in trucking rates was to be sought, the clause to state that 
the award would be subject to the approval of O. P. A., where 
that agency had power to grant the rate increase, or subject 
to the approval of Director of Economic Stabilization Byrnes, 
where O. P. A. felt that it would be necessary for him to pass 
on the rate increase. The modified procedure, it was said, 
would also clear up the question of the action of the employ- 
ing carrier in requesting an increase in rates, particularly with 
reference to the time in which he would be required to file 
his application for the increase. 


PORT AUTHORITIES MEETING 


The executive committee of the American Association of 
Port Authorities, at a meeting at Chicago April 30, selected 
New Orleans, La., as the place for the association’s 1943 con- 
vention and set the dates for October 20, 21 and 22, with a 
meeting of the executive committee and the board of directors 
October 19. The tentative program calls for panel discussions 
on “Ports in Wartime,” sponsored by the committee on national 
defense, W. P. Hedden, chairman; “Post-War Air Trade and 
and Travel,” committee on foreign and domestic commerce, 
G. H. Pouder, chairman; “Public Airport Agencies and the 
American Association of Port Authorities,” committee on in- 
creased membership, R. J. Dempsey, chairman; ‘Public Port 
Policy,” committee on public ownership, Arthur Eldredge, 
chairman, and ‘Pan-American Relations,” committee on pan- 
American relations, F. W. Parker, chairman. 

The following attended the meeting in Chicago: 

M. H. Gates, president; W. P. Hedden, first vice-president; R. T. 
Spangler, second vice-president; Leander Shelley, general counsel; J. M. 
Wilson, past president; George Osgood, member, executive committee; 
F, W. Parker, chairman, publications committee; Tiley McChesney, 
secretary-treasurer; Martin Oettershagen, Chicago harbor engineer; 
M. R. Roberts, engineer, Chicago harbor bureau; Andre Moutun, rep- 
resentative, New Orleans Board of Harbor Commissioners. 


1. C. C. PRACTITIONERS 
William a Miller, of Nashville, Tenn., M. W. Reed, of Los 
Angeles, Calif., and John H. D. Wigger, of Washington, D. C., 
have been admitted to practice before the Commission, the 
mmission has announced. 
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Air Transport Future 


William A. M. Burden, special aviation assistant to the 
Secretary of Commerce, predicts, in an article in the May issue 
of Domestic Commerce, that domestic air lines will fly more 
than six billion passenger-miles in 1946,-a four-fold increase 
over 1941. Intercontinental and transoceanic passenger traffic 
in American planes, says he, will increase—he credits his fig- 
ures to the Civil Aeronautics Board—more than six times and 
mail and express traffic at least eight times. 

“Then, too, there is going to be a phenomenal growth in 
private flying after the war,” says he, “a growth as phenomenal 
as the increase in motoring for business and pleasure purposes 
after the last war.” 

Mr. Burden says that air transport obviously will play “as 
vital a part in securing our future peace and prosperity as it is 
in winning the war.” 

“The future of American air transport, in short, is almost 
literally boundless,” says he. “It has untold benefits to bestow 
upon us if we use it right and recognize that, like all else, it 
has its limitations. It is not a panacea for all our ills. It has a 
vitally important job to do, and it will do it by supplementing 
and not supplanting other means of transport, as some enthus- 
iasts would have us believe. In the world of tomorrow we 
shall need all forms of transport, for there will be work enough 
—widely different types of work—for each of them to do.” 

Mr. Burden points out that at he end of the war great 
quantities*of materials, immense manufacturing facilities and 
a large labor supply will be released for uses of civil aviation. 
He adds: 


Many of the models of combat aircraft can be converted readily for 
commercial use. More than two million trained men—pilots, navigators, 
radio men, mechanics and other aviation specialists—will be released 
from the military air services. Since 1940 there has been an eleven-fold 
increase in the number of our major airports, and the Army and Navy 
are building scores of others which eventually can be used for civilian 
aircraft. During the past three years Alaska has been given as fine a 
network of airports and airways as any section of the United States. 
Similar installations are being made in our island possessions and bases 
and beyond the seas. The Civil Aeronautics Administration is now oper- 
ating six super radio stations, providing direct communication with a 
plane in flight anywhere on the globe. 


ee 


“We shall have, above all, the ‘know how’ acquired from 
air transport operations the world over,” says he, ‘‘on all conti- 
nents and the seas between.” 


International Air Transportation 


With a view to formulating a “sound international air 
transportation policy,” the Civil Aeronautics Board has an- 
nounced that, following a conference with the Interdepart- 
mental Committee on International Aviation, it has submitted 
a series of questions to qualified persons and groups in Amer- 
ican aviation concerning matters in regard to the government’s 
study of long-range problems in international air transporta- 
tion. Military aspects of aviation, of course, were not included 
in the scope of this study, said the board. 


Among the questions on which the board said it sought 
information and advice were the following: 


Whether there should be a reciprocal exchange with other coun- 
tries of general rights of air passage, together with the right to land 
for refueling and other technical purposes, in international air trans- © 
port, and in the event rights of transit through United States territory 
should be granted to foreign carriers, whether restrictions as to the 
use of airports and airways should be imposed. 

Whether foreign flag air carriers which may be authorized to pick 
up and discharge international traffic within United States territory 
should be permitted to do so only at a few points on or near our 
coasts or borders, or whether they should be allowed to do so at points 
within the interior of the country. 

Whether in the event of reciprocal agreements with foreign nations 
for commercial air rights competitive routes should be established, or 
whether the routes should be divided between the participating nations 
in order to avoid paralleling of services. 

Whether United States domestic air carriers should be allowed to 
engage in international air transportation, and our international air 
carriers should be permitted to extend their lines into the interior of 
the United States and to engage also in domestic air transportation. 

Whether the United States should develop its foreign air trans- 
portation mainly through one company, or whether such development 
should be accomplished through regional companies (perhaps with 
competition in those regions where the traffic warrants it), and if 
the single-company plan or the regional monopoly plan should be 
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adopted, to what extent, if any, such company or companies should 
be governmentally owned, financed, managed or otherwise regulated. 

Whether international air transport operations should be conducted 
in whole or in part through internationally owned and controlled gov- 
ernment corporations and, if so, to what extent. 

Whether a permanent international organization should be estab- 
lished to formulate international safety standards or to control pas- 
senger and cargo rates and methods of competition, or to establish 
and operate international airways, airports and other navigation aids. 


Two additional questions were also presented, the board 
said. The first concerned the disposition of surplus aircraft 
owned by the government which were suitable or convertible 
for civil use, and inquiries into the possibility of making such 
surplus aircraft available to air carriers for commercial use, 
and possible sale in part to foreign carriers, and other ap- 
propriate methods of disposal. The second seeks to explore 
possible measures that might be taken by the government and 
the aviation industry to facilitate the conversion of aircraft 
manufacturing to a peacetime basis when the time comes. 

The board said that before “resolving these vitally impor- 
tant issues, the government should have the benefit of the 
opinions and judgment of the practical leaders in the Amer- 
ican aviation field, and other qualified persons, who have given 
thoughtful consideration to these problems that will so deeply 
affect the interests of the United States in the post-war fu- 
ture.” 

Copies of the questions circulated may be obtained from 
the Public Information Office of the Civil Aeronautics Board, 
Washington, D. C. 


Air Routes in Caribbean Area 


The Civil Aeronautics Board announced May 6 that, be- 
cause of traffic congestion and lack of adequate transportation 
facilities in the Caribbean area due to war conditions, it had 
granted temporary six-month permits, effective immediately, 
to five foreign air carriers, covering routes between Miami, 
Fla., and points in the Caribbean area and Central America. 

The board said the permits were issued to the following: 
TACA, S. A.; British West Indian Airways; Royal Dutch Air- 
lines (KIM); Expreso Aero Inter-Americano, S. A., and Com- 
pania Nacional de Aviacion, S. A. Applications of two Amer- 
ican domestic air carriers, Eastern Air Lines, Inc., and Na- 
tional Airlines, Inc., were denied, the board said, for the rea- 
son that they could provide service to Caribbean Sea destina- 
tions only by diverting widely needed flight equipment from 
their operations within the United States, while the foreign 
applicants could provide some relief without taxing U. S. do- 
mestic air transport equipment. 

Issuance of the temporary permits, the board said, was 
the result of an investigation instituted by it Sept. 10, 1942, to 
determine the extent of air transportation shortages in the 
Caribbean area and the need for temporary air transportation 
in that area. The investigations proceedings were docketed as 
Nos. 778, 783, 788, 789, 791, 792, 794, and 797. The board’s 
announcement included the following: 


Pan American Airways, Inc., a United States air carrier, is now 
and has been operating for several years between Miami, Fla., the 
islands of the Caribbean Sea and Central and South America. The 
board found that the existing common carrier air service, limited as 
it is by the unavailability of equipment, is inadequate to handle dur- 
ing the present emergency period of war the full amount of traffic 
between Miami and points in the Caribbean area which is important to 
the national defense and to relations of the United States with other 
American republics. : 

The temporary permits, containing a provision that the board may 
extend them from time to time for periods not exceeding three months 
each but not beyond a date six months after the war, will result in 
additional service between the terminal points Miami and Port au 
Spain, Trinidad; Miami and San Jose, Costa Rica; Miami and Willen- 
stad (Curacao), Netherlands West Indies, and between Miami and 
Havana, Cuba, most of which will be via intermediate points through- 
out the Caribbean area. 


TRUCK LINE ASKS AIR CERTIFICATE 


Southwestern Freight Lines, a motor common carrier of 
general commodities between Los Angeles Harbor and Los 
Angeles, Calif., on the one hand, and El Paso, Tex., on the 
other, has asked the Civil Aeronautics Board for a certificate 
of convenience and necessity authorizing regular scheduled and 
irregular on-call service by air for the transportation of com- 
modities generally, for hire, by aircraft between Long Beach, 
Calif., and New York, N. Y. 

The applicant asks authorization of unrestricted service to 
and from the following intermediate and off-route points: Los 
Angeles, Calif.; Phoenix and Douglas, Ariz.; El Paso, Fort 
Worth, Dallas and Houston, Tex.; New Orleans, La.; Birming- 
ham, Ala.; Memphis and Nashville, Tenn., and Pittsburgh, Pa. 

The C. A. B. has docketed the application as No. 867. The 
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applicant maintains offices in Los Angeles, Phoenix, Tucson ang 
El Paso. G. O. Perry, vice president of the applicant, signed the 
application. 

In support of its assertion in the application that it is now 
one of the leading carriers in southwestern United States, the 
applicant states that in 1942 its operations covered more than 
2,500,000 miles and involved transportation of 62,000,000 pounds 
of freight. It says that it serves various intermediate points in 
connection with its operations between Los Angeles and | 
Paso; that it operates under authority granted by the Com. 
mission in MC 59069 and MC 59069, Sub. No. 1, and that it 
and its predecessors have been engaged in motor vehicle trans. 
portation more than 10 years. 

The proposed plan of air transportation involved coordi- 
nated air-truck service, says the applicant. It relates that it 
is currently a party to published tariffs covering rates for sur. 
face transportation of commodities between substantially jj 
points and places involved in the application. A detailed study 
is now being made of additional cost of air transportation be. 
tween these points, it says. It states that Southwestern Freight 
Lines has always specialized in handling of 1. c. 1. freight and 
has pioneered in the development of procedure for efficient 
handling of transport of such freight, and adds that the ap- 
plication has been filed as result of studies of handling of 1. ¢. |, 
freight, as distinguished from express shipments, by- air, and 
of the economy of pickup and delivery facilities in connection 
with such service. 





AIR FREIGHT TRANSPORTATION 


Authority to transport freight, express and mail in sched. 
uled operation by cargo plane and glider by a new company to 
be formed, to be known as the Milky-Way Transport Corpora- 
tion, is sought in an application for a certificate of convenience 
and necessity filed with the Civil Aeronautics Board by Roy C. 
Heathington and Alfred M. Scott, of McKinney, Tex., and R. ¢. 
Underwood, of Dallas, Tex. 

Applicants seek authority to operate from New York 
N. Y., to Houston, Tex., via Pittsburgh, Pa., Akron, O., Detroit. 
Mich., Chicago, Ill., St. Louis, Mo., Kansas City, Mo.-Kan, 
Wichita, Kan., Oklahoma City, Okla., Dallas-Ft. Worth, Tex. 
from New Orleans, La., to Dallas-Ft. Worth, Tex., via Shreve. 
port, La.; and from New Orleans, La., to St. Louis, Mo., via 
Memphis, Tenn., and according to the application, propose to 
incorporate with a capital stock of not less than $500,000. Ap- 
plicants, it added, proposed to use the most modern, efficient 
and safe aircraft available when service was authorized. It is 
also proposed to enter into joint through route and rate ar- 
rangements with other air carriers, and common carrier rail- 
roads and truck lines. 

“The considerable area of the southwest proposed to be 
served from the north and east relies very greatly upon New 
York, Pittsburgh, Akron, Detroit and Chicago areas as a prin- 
cipal purchasing area,” says the application. “With these vast > 
markets and the known large movements coupled with the 
known demands for speed in transportation, the need for the 
service is obvious. 

“This is especially true in view of the fact that rail trans- 
portation is four to five days in theory and two to three weeks 
in fact. Corresponding truck line service from New York to 
St. Louis and points south and west proposed to be served is 
three to six days varying with destination St. Louis, south and 
west. Whereas in comparison applicants propose next day de- 
livery at the principal points and in the area described herein. 
There is no comparable service by any carrier.” 


Plane and Ship Output 


Chairman Nelson, of the War Production Board, has an- 
nounced that in March airplane output reached a new high of 
6,200 planes and delivery of Liberty ships for the first time 
exceeded 100 a month. These were included in new production 
records announced by the chairman. Heavy bomber produc- 
tion, said he, passed the 500-a-month mark for the first time. 
oe gains were also in production of transport planes, 
said he. 

Deliveries of merchant ships by the Maritime Commission, 
he said, climbed in March to the rate of five a day. Of the 
134 major type ships delivered, said he, 103 were Liberty ships, 
19 were standard dry cargo vessels, and 12 were large tankers. 
These deliveries established new high production records i 
these categories, said he. 

High rates of labor turnover were threatening seriously 
the shipbuilding program, according to the Maritime Commis- 
sion, said Chairman Nelson, adding it was hoped the recent 
War Manpower Commission order restricting transfer of work- 
ers from one plant to another would reduce the turnover an 
speed the ship program “which is one of the most vital in the 
war production effort.” 
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In April United States merchant shipyards again broke all 
previous world records for ship production by delivering into 
service 157 ships totaling 1,606,600 tons deadweight, said the 
Maritime Commission. It was the third consecutive month 
this year in which the output by American shipbuilders ex- 
ceeded that achieved in the preceding month. _ 

April production brings the total thus far in 1943 to 536 
ships aggregating 5,370,200 tons deadweight. This more than 
equals the total tonnage constructed in the first nine months 
of the record-breaking year of 1942, says the Commission, 
adding: 

Delivery of five merchant ships a day now has become routine. 
The April construction was at an annual rate in excess of 19,000,000 
tons deadweight, the approximate goal set up in the commission’s 
schedules. 

Not only was an all-time high established for the number of mer- 
chant ships and total tonnage delivered during any one month, but, 
in addition, California Shipbuilding Corporation at Wilmington, Cali- 
fornia, under McCone-Bechtel management, broke all previous records 
for a single yard by delivering 19 Liberty ships. 

Another west coast shipyard, the Oregon Shipbuilding Corporation 
of Portland, Oregon, under Kaiser management, was second with 
delivery of 17 Liberty ships. Third honors went to the Bethlehem- 
Fairfield Shipyard at Baltimore, Maryland, which delivered 16 of the 
same type vessels into service. 

The Oregon Shipbuilding Corporation, however, continues to lead 
in the greatest productivity per way. ‘That yard delivered its 17 ships 
from 11 ways while California produced 19 on 14 ways and Bethlehem- 
Fairfield 16 on 16 ways. 


AMERICAN AIRLINES MARCH TRAFFIC 


American Airlines, Inc., carrier 1,908,707 pounds of air 
mail and 1,532,812 pounds of air express in March, 1943, gains 
of 74.1 and 123.9 per cent, respectively, over March, 1942. 
Passenger flight miles were down 9.9 per cent, from a total of 
37,660,812 in March, 1942, to 33,924,444 in March, 1943, due, 
the company says, to reductions in equipment. Its newly in- 
augurated cargo service between the United States and Mexico 


showed an increase of 42.2 per cent in March over February, 
1943. 


LEND-LEASE EXPORTS 


Goods valued at a total of $8,494,000,000, representing 82 
per cent of the total aid extended by the United States under 
the lend-lease program, were transferred to other countries in 
th period from March 11, 1941, to April 1, 1943, according to 
Lend-Lease Administrator Stettinius. He said that about 90 
per cent of all lend-lease goods transferred by the United States 
had been sent overseas. In the last three months for which 
export figures were available, he said, lend-lease shipments had 
been divided as follows: United Kingdom, 38 per cent; Soviet 
Union, 31 per cent; Africa and Middle East, 16 per cent; Far 
East (including India), 14 per cent! other areas, 1 per cent. 

Mr. Stettinius said that total lend-lease aid of $10,300,- 
000,000 to March 31, 1943, comprised $1,800,000,000 for shipping, 
ship repairs and production facilities; $1,500,000.000 in food- 
stuffs; $2,300,000,000 in industrial items, and $4,700,000,000 in 
munitions. Included among the munitions items transferred 
were motor vehicles valued at $467,668.000 and watercraft and 
parts valued at $686,855,000. The industrial products trans- 
ferred included petroleum products valued at $413,312,000. 


W. P. B. TRANSPORT MATERIALS CONTROL 


Explaining why the War Production Board’s requirements 
committee had allocated to government claimant agencies sub- 
stantially less steel than they had requested for the third quar- 
ter of this year, Chairman Nelson of the W. P. B. said that the 
total requests from 14 claimant agencies amounted to more 
than 20,000,000 tons of carbon steel, while the estimated supply 
In the third quarter was slightly under 15,000,000 tons. One of 
the claimant agencies affected by the general curtailment of 
steel allocations was the Office of Defense Transportation, 
which submitted to the W. P. B. a request for steel for railroad 
equipment (see Traffic World, May 1, p. 1040). 

“The continued shortage of critical materials is empha- 
Sized by the fact that it was necessary to make an overall re- 
duction of more than 23 per cent in the requests of the claimant 
agencies,” Mr. Nelson said. “The requests of the army, navy, 
Aircraft Resources Control Office and the Maritime Commis- 
sion for carbon steel, taken together, were reduced by about 18 
per cent in the allotments made by the requirements committee. 
All other requests, including those for export, were reduced 
about 27 per cent.” 

J. A. Krug, W. P. B. program vice-chairman and chairman 
of the requirements committee, announced that the committee 
had authorized claimant agencies with approved programs to 
make commitments up to July, 1944, for materials in quarterly 
amounts equal to those allotted for the third quarter of this 
year. Thus, he said, maximum production would be brought 
about by permitting orderly scheduling of materials many 
months in advance. 











Chamber of Commerce Meeting 


“The unprecedented volume and dislocations of domestic 
freight and passenger movement place a duty upon everyone 
to do his part toward attaining the most effective use of every 
kind of transportation,” said the Chamber of Commerce of the 
United States in statements approved a tthe closing session of 
its thirty-first annual meeting in New York City (see Traffic 
World, May 1, p. 1043). 

“Shippers and carriers should continue their cooperation , 
in conservation of time and space. Truck operators should go; 
further with their joint efforts to reduce mileage and empty 
movements. Inland water carriers should seek the fullest utili- 
zation of their facilities. Travel for business and personal 
purposes should be reduced to a minimum, and scheduled to 
avoid week-end and other peaks of passenger travel. Main- 
tenance of the daily transportation of workers between their 
homes and their work requires intensified cooperation. Gov- 
ernment agencies using transportation should be diligent in 
their adherence to these principles of conservation, and those 
responsible for allocation of critical materials should fully 
recognize transportation as a vital and indispensable element 
in our war effort.” 

In addition to that declaration the Chamber adopted the 
following on “railroad transportation” and “merchant marine”: 






















































































































































































The railroads are among the largest employers and taxpayers in 
the country and the heaviest buyers of a great variety of supplies and 
equipment. Improvement in the situation of the railroads in the post- 
war perlod will bring many public benefits. They have during the 
war period shown their essentiality and their capacity to perform a 
great public service. Steps should be taken promptly by Congress to 
insure development of a long-term program for placing essential rail- 
road transportation on a stable basis. On the other hand, proposals 
for federal and state legislation which would further interfere with 
the proper functions of management or impose additional financial 
burdens should be resisted. Examples relate to length of trains, full 
crews, and a six-hour day. The federal government itself should give 
up the preference it enjoys because of grants of public land to aid 
original railroad construction. The government has long since realized 
in this reduction of rates more than the value of the grants. 














































































































Merchant Marine 








The reliance of the United States in war upon a strong merchant 
marine, and upon our facilities for construction and operation, has 
again been demonstrated. Our shipping and shipbuilding industries 
have furnished a nucleus of vessels, shipyards, skilled men and organi- 
zations which are making possible the great expansion the national 
interest so urgently requires. 


Effective prosecution of the war has made necessary stringent 
government control of shipping. In the exercise of this control it is 
important that there be care to prepare for the promptest possible 
return to the policy of private ownership and operation. To this end 
shipping organizations should, as far as possible, be kept intact through 
operating contracts with the War Shipping Administration; proceeds 
from the charter or sale of vessels shoud be permitted to be placed in 
non-taxable special reserve funds to be available for new construction 
or modernization. 


With the return of peace our national merchant marine policy 
should be continued and strengthened to assure a maritime industry 
capable of serving our foreign trade and national defense. Such a 
maritime industry can be had only through the incentive produced by 
private ownership and operation. Our laws should be such that pri- 
vate capital will be permanently attracted to both shipping and ship- 
building. When operation is taken over by private enterprise, the 
government should withdraw from operation and from the services, 
such as insurance, in order that unfair competition may be avoided. 
There should be assurance on the part of government that provisions 
for upbuilding and maintaining our merchant marine will be fair and 
consistent irrespective of changes at any time in the national adminis- 
tration; that American shipbuilding and operation of American ships 
on essential trade routes will, as a matter of national policy, be placed 
on a parity with their foreign competitors; that government supervision 
will not interfere with the flexibility of operation necessary to an in- 
dustry such as shipping; and that adequate training of merchant marine 
personnel will be provided, in order that American vessels may always 
be efficiently manned. 














































































































































































































The Chamber condemned government competition with 
private enterprise, such competition, it said, having taken 
many forms that would retard recovery in the post-war period. 
It urged that costs of operation of government activities in 
competition with private enterprises be ascertained in accord- 
ance with standard business accounting practices and be made 
public, so that the public would be informed as to costs that 
resulted from departure by government authority from prin- 
ciples “we advocate as in the true interest of the general wel- 
fare.” 

The Chamber said the practice of making subsidy pay- 
ments through the operation of government corporations should 
be stopped. 

Naming the railroad labor act and other labor acts, the 
Chamber urged Congress to create a joint committee to ex- 
amine the rights of employes, the rights of employes exercised 
through organization, the rights of employers, and the rights 
of the public, and report on the manner in which Congress, so far 
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The Trail from Oshkosh}. 
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Perhaps Field Warehousing 
Is Your War-Solution 


If your problem is to find proper 
storage for completed goods or raw 
materials, if you need warehouse re- 
ceipts as bank collateral, you will 
aid your country and reduce your 
costs by investigating the Tidewater 
Method of Field Warehousing. This 
method, this complete service, brings 
the warehouse to you. We handle all 
details, and your goods-in-storage 
become prime bank collateral with- 
out expensive shipment. Full details 
on request. 


Tidewater Field 
Warehouses, Inc. 


17 State Street, New York City 
Joseph E. Lowe, Vice-President 


A unit of the Chain of Tidewater 
Terminals and Inland Warehouses 
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Mosdok 


L America is shipping to all the world the 
ingredients of victory. Every highway and rail- 
al, every bill of lading and shipping instruction 
America leads to a shipping terminal. And every 
vcircle course and caravan route, every new ship 
dcrew demands its flow of goods from manufac- 
mg, warehouse, or terminal facilities. 

he armies and civilians of a dozen nations are 
ttormous burden added to our daily task of 
ling and serving America itself. Yet the 


Chain of Tidewater Terminals has successfully be- 
come—not a bottleneck in the thousands of shipment 
trails—but a nozzle which directs the flow of goods 
with telling speed and force and direction. 
Domestic warehousing is temporarily second to 
command our services. Yet every foot of space the 
war can spare us is available to you. We urge you 
to state your problems and requirements and to 
let us help you wherever, whenever, and how- 
ever our vast facilities can do it. 
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LS 
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Bayway (Elizabeth), New Jersey James A. Moore, Vice-President 
R. S. McElroy, V.-P. & Gen. Mar. and General Manager 


NEWARK TIDEWATER TERMINAL, INC. MERCHANTS WAREHOUSE COMPANY 
Port Street, Newark, New Jersey 453 Commercial St., Boston, Massachusetts 
J. A. Lehman, Vice-President T. W. Haskell, Manager 
and General Manager 
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0 Chestnut St., Philadelphia 
M. Richardson, Vice-President 
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Arthur Link, Vice-President 
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+4. Bishop, Vice-President 
and General Manager 
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131 Beverly St., Boston, Massachusetts 


T. W. Haskell, Vice-President 
and General Manager 
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as it had jurisdiction, should legislate to reconcile those rights, 
preserve and protect them, enforce the corresponding respon- 
sibilities of all parties in industrial relations, and maintain the 
public interest in freedom from abuses. Current conditions 
called for enactment by Congress of some specific safeguards, 
it said, adding, among other things, that labor organizations 
should be subject to regulation that ‘‘will prevent monopolistic 
practices injurious to the public.” 

The Chamber said actual operations of the New York 
Foreign-Trade Zone had demonstrated the advantages that 
might be obtained by American foreign trade and shipping, 
through the early establishment of additional, adequately 
equipped, zones on the Atlantic, the Gulf and Pacific coasts. 


« 


Wartime Problems Discussed 


Frank discussion of problems confronting the transporta- 
tion industry marked the conference on “Wartime Transporta- 
tion Problems” held as a part of the Chamber’s meeting. 
Arthur M. Hill, president, Atlantic Greyhound Corporation, 
presided. The discussion centered around questions that pre- 
viously had been submitted for answers. 

Chairman Hill, in preliminary remarks, directed attention 
to the fact that the last thing done at the Chamber’s meeting 
in Chicago last year was the adoption of a resolution, subse- 
quently passed by the convention, urging the appointment of 
Director Eastman as a member of the War Production Board. 
He was happy to report, said he, that this had finally eventu- 
ated about 51 weeks after the passage of the resolution, that 
Mr. Eastman was now a member of the board. 

Discussing the question of whether further diversions of 
freight to railroads from other forms of transportation were 
to be expected, Director Eastman said that in the case of water 
transportation some further diversion of New England coal had 
been threatened from the ocean routes via Hampton Roads 
ports to all-rail or rail-barge routes, the latter via New York 
harbor. He said it was hoped that this diversion would be 
avoided, as it would be very serious. The late opening of navi- 
gation on the Great Lakes, plus the great quota of iron ore to 
be moved, might increase the diversions to the rail routes of 
coal, grain and limestone, said he. Diversions of petroleum 
from water to rail in connection with Pacific coast movements 
were possible, he added. He said there might be further diver- 
sions from trucks to rails, depending on the effects of various 
shortages and the degree of success in dealing with them. 

Questioned as to the outstanding changes in the character- 
istics of traffic flow that had taken place and the effect of 
these changes on railroad facilities and on service to shippers, 
Henry F. McCarthy, director of the division of traffic move- 
ment of the O. D. T., said that entirely apart from the long- 
haul traffic diverted from the sea, ‘‘we have noticed the emer- 
gence of new centers of production, new areas and points of 
production, and entirely new characteristic destinations.” 

Changed characteristic in the flow of traffic had had an 
impact of a new nature on the railroads, said Mr. McCarthy, 
who discussed this situation in a recent address before the 
New England Railroad Club at Boston (see Traffic World, 
April 17, p. 930). The effect on the shipper had been a slowing 
down of transit time, said he, and the effect on the railroad 
had been a strain at the terminals even in the period of static 
carloadings. 


Service Impaired 


Asked by Chairman Hill to comment, Ralph Budd, pres- 
ident of the Chicago, Burlington & Quincy Railroad, said the 
effect of the things under discussion had been to increase the 
time in transit and thus impair the service to the shipper. 

“The shipper is not getting as prompt dispatch as we 
would like to have him get, and that is one of the problems 
of the railroads in the constant drive we are making to im- 
prove the use of existing facilities,” said he. “The effect of the 
heavier loading—in some types of less-than-carload commodi- 
ties, for example—has been to increase loss and damage. That 
is an unavoidable consequence of getting fuller utilization of 
railroad equipment.” 

G. H. Shafer, president, National Association of Shippers 
Advisory Boards, said that in 1940, the intercoastal movement 
through the Panama Canal was estimated at a little over 
7,700,000 long tons, and that it would require approximately 
320,000 carloads, based on an average of 27 tons a car, to han- 
dle that amount of freight. Based on a 20-day turn-around 
time, he said, it was further estimated by the railroads that it 
would require at that time approximately the continuous use 
of 17,500 cars. The turn-around time today, he said, was much 
more than 20 days, and therefore to handle that traffic alone 
probably would require at least 25,000 cars in continuous serv- 
ice. The preponderance of transcontinental traffic was west- 
bound, said he, and the carriers were now actually, for the 
first time in history, hauling empty cars eastbound. Mr. Shafer 
told of the car efficiency program of the regional advisory 
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boards, and said he had pledged a more intensive car efficieng 
campaign. : 

Director Eastman said he could see no escape from th; 
fact that we must continue for the duration the policy of may. 
imum utilization and extreme conservation in the use of al] gi the 


our transportation facilities. of C 
The valleys and peaks of freight loading had disappeare: 
to a great extent with war production being a steady prody, 
tion throughout the year, remarked M. Budd, and that was th . 
reason why it was possible to handle so many more ton-mile one 
of freight and carloads of freight, also, without so much equip na 
ment as was possible previously, “because we do not hay; ame 
those long periods when there is a great car surplus becayy fo 
of the small amount of business during the summer.” mg 
Cross-Hauls bility 
Questioned by Chairman Hill as to what was practicabj = 
in reducing cross-hauls, Mr. McCarthy said he would like ; alloc 
define “what we are talking about when we mention crox | 
hauls.” for | 


“Another way of phrasing cross-haulage is excess hay. 
age,” said he, “but you notice that both cross and excess a Mr 
words that have an unfavorable feeling, or an unfavorah; 






























coloring about them, so I'll talk about what is possible ; oe | 
direction of haulage conservation. . . . We believe that the fm 
is a considerable opportunity for conservation of transportati the ' 
through certain industrial rearrangements. However, we knq to sc 
that it will require a considerable, resourceful effort on ti niiue 
part of industry, that it will require far more than consider. Joth 
tion of the transportation aspect of the question. .. . We hay = - 
gone to the War Production Board industry branches whey md 
there are represented not only the traffic managers and th rod 
transportation men, but the men responsible for procuremer d 
marketing and sales, and have asked them to take active.stag @" 
to curtail the demand for transportation.” serio 
In answer to Chairman Hill, R. R. Luddecke, presider and : 
National Industrial Traffic League, said his thought had bes impc 
that if a way could be found to get industry together andj main 
consider everything that confronted the industry, beginniy | 
with the source of supply of raw material, manufacturix ve 
points and the distribution from the manufacturing points; ny 
great deal could be accomplished with the help of the W. P.} lap: 
He said he had been connected with the movement of alcoti 4 
for the war effort for one year and had found that by taki eh 
those things in consideration “we could move a much large} ot ; 
volume with much less transportation. .. .” sl 
Mr. Shafer made the point that a great number of cor pe 
modities shipped these days were practically allocated ar | 
“some agency of the federal government tells us where we ca what 
ship and where we cannot ship and whom we can ship to anf ganj 
whom we cannot ship to, and that must be taken into consii as th 
eration in any consideration of this question.” He said th vers 
governmental agencies should and could cooperate more full that 
in the car efficiency program “in order that we might have th marr 
maximum amount of transportation.” wen 
“Government freight is of such importance in our tota a 
volume of traffic today that it is necessary that that governmen - a0 
freight receive special consideration,” said he. “We shippe ston 
and the carriers alone cannot do that job. We need and w that 
must have their cooperation.” 0.D 
Mr. Shafer made the point that a number of the genera 
orders issued by Director Eastman, including orders 1 and 18 
the merchandise and maximum loading orders, respectivel} 
“expressly exempts government freight and shipments to vat! 
ous governmental agencies.” He said he was not quarreligg V4 
with that exemption—that it probably was necessary—but ! mh 
thought there ought to be more cooperation on the part of t# = 
government agencies as he had stated. Don 
“T think that the routing of government freight should m™ didn 
be influenced, for instance, by the fact that certain railrow§ j, y 
might owe money to governmental agencies,” said he, witho than 
further explanation as to what he had in mind. It was undef i 45 
stood, however, that the reference was to information that 209 1) 1, 
ernment traffic officials favor routing government traffic hag 
railroads in debt to the Reconstruction Finance Corporatlo§ quot; 
the idea, apparently, being that this may help the roads to pa) with 


off their debts. . m trans 
Mr. Shafer said further he thought that the army, WIS% oiq 
a large volume of flat cars, ought to see that those cars We 


V 
handled more efficiently. ” 
Mr. Luddecke suggested that it would result in improvt 

ment if the army would leave routing of shipments to the tt 

fic managers of the shippers. i J 
Asked by Chairman Hill if land-grant rates still we% io. 

causing unduly circuitous routing Mr. Eastman said his undet - , 

standing was that those rates did not necessitate unduly “ ” 

cuitous routing. He said the rates on government traffic s! time 





ject to the rates were figured via the cheapest route, whic 













might often be unduly circuitous, but such rates were equalized 
py the direct routes, so there was no necessity for shipping 
gver the circuitous routes. He said he didn’t say that circuitous 
routing was not sometimes used. He reiterated his view that 
the land-grant rate deductions ought to be eliminated by act 
of Congress. 
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isappeare: Rail Equipment Needs 
dy produc Chairman Hill asked Mr. Budd as to the need for addi- 
at was thf onal railroad equipment. In his discussion, Mr. Budd com- 
: ton-mile mended the cooperation the railroads had had from Mr. East- 
uch equipf nan and the Commission. 
» not hays “What more can be done is in the hands of those who, 
us becaus§ w»fortunately, I am afraid are not here today,” said he. “They 
r. gre departments of government who have a great responsi- 
bility of deciding where inadequate supplies of critical materials 
: must be allocated since there is not enough for all, and like- 
practicabl@ wise, where these inadequate supplies of manpower must be 
uld like if allocated since there is a manpower shortage. 
ition ros “We, of course, would be prone to overemphasize the need 
for manpower and material on the part of the carriers, but 
xCess halif pevertheless, I am of the opinion that the advice of men like 
€XCess af Mr, Eastman and of the experienced railroad men and experi- 
unfavorabi enced men in other forms of transportation have not been given 
possible if the heed they should have had at Washington in the allocation 
- that the§ of manpower and material. This is probably so, in part because 
ansportatin§ the very fine results of cooperation have made these carriers 
-r, we kno§ to some extent the victims of their own efficiency. 
fort on tt “Those who are not experienced in these matters but are 
n considen§ clothed with great authority, do not know, because they have 
. . We harf no way of knowing. However, they dare to take chances—and 
iches wher they certainly are taking chances today—with the throwing of 
ers and tf heavier and heavier burdens on this transportation machinery 
rocuremeng® and allocating less and less material and not regarding as 
active-ste#§ serious as they should the request for development of men.” 
‘ Mr. Budd said the railroads needed track rail, motive power 
e, presideti and manpower—that something should be done to recognize the 
ht had bea importance of not robbing much further the personnel of the 
other and iff yailroads. 
y, beginniy “To keep these railroads on half-rations of track rail is a 
anufacturiy very dangerous thing to continue very much longer,” said he. 
ng points, Referring to Chairman Hill’s remark about 51 weeks having 
the W. P.i elapsed before last year’s recommendation of putting Mr. East- 
nt of alcoii man on the W. P. B. had been made effective, Mr. Budd said 
at by takitl he had a suggestion and he hoped it wouldn’t take 51 weeks to 
much larg} set it put through, and that was to have the railroads recog- 
nized as a part of the war effort and not apart from it and of 
iber of conf 4. civilian character. 
Hocated ar Mr. Eastman said he agreed entirely with Mr. Budd on 
vhere We C4 what he said with respect to rail. He said there would be sub- 
1 Ship to aM yantial additions to motive power this year, probably as much 
| into consid as the shops were capable of turning out in view of their con- 
= versions, in some respects, to war work. He said he was sure 











that additions to transportation equipment would be held within 
narrow limits. He pointed out that the O. D. T. was the claimant 
agency for transportation, that there were several claimant 
agencies, and that in every case they had asked for more than 
they had obtained. He said the sum total of demand on the 
stock of critical materials very materially exceeded the amount 
that was available. Compared with other demands, said he, the 
0. D. T. requests for transportation were ‘very modest.” 
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Truck Problems 





Walter Mullady, president, Decatur Cartage Co., Chicago, 
was asked by Chairman Hill what were the vital factors limit- 
ing the ability of trucks to play their part in meeting transpor- 
tation demands Mr. Mullady said the vital factors affecting the 
(ficiency of trucks were somewhat along the lines of those 
affecting the railroads. He said he would be very careless if he 
didn’t tell what a good job the truck industry had been doing. 
In March the trucks handled over 20 per cent more tonnage 
than last year, he said. He spoke of the manpower problem as 
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It “a it affected the trucking industry and of what was being done 
— ffic Vi lo meet it. He referred to rubber, parts, and the fact that it 
a Corpor had been over 14 months since the last truck came off the pro- 






duction line. If new trucks were not run off the production line 
within a very few months, truck transportation and the entire 
transportation picture would suffer, he said. As had Mr. Budd, 
said he, he strongly urged those in Washington in control of 
Vital material to give the trucking industry just treatment. 
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ts to the tr . . 

Chairman Hill asked Mr. Eastman whether compulsory 
limitation, upward or downward, of either truck hauls or rail 
auls was practicable, or could best results be obtained by 
Voluntary action. 

_ “This question, on which we have spent a good deal of 
lime, appears to me should be answered by saying that any 
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compulsory limitation of a rigid or arbitrary character would 
be undesirable,” said Mr. Eastman. “Many exceptional condi- 
tions would require special treatment. The problem involved 
is one that cannot be dealt with by any uniform or country-wide 
policy. .. . We shall take no arbitrary action. We will act only 
in particular situations when we are convinced that action is 
both desirable and practicable.” 

Asked for his views, Mr. Budd endorsed wholeheartedly 
Mr. Eastman’s view that it was impractical and unwise arbi- 
trarily to prescribe limitations and compulsory methods of 
operation. He said he agreed entirely that a voluntary arrange- 
ment, if it could be encouraged and made effective, was far 
better than the arbitrary or compulsory method. Mr. Mullady 
said that the trucking industry felt about the same way. 


Passenger Traffic 


Asked about inter-city passenger travel, Mr. McCarthy said 
that it was his belief that it was going to be impossible for the 
common carriers completely to meet an unrestrained demand 
for passenger transportation that would occur in the next sev- 
eral months. He outlined the reasons for the increased demand 
for passenger transportation and said the O. D. T. intended to 
make the facts known to the American people as it saw them. 

“We intend to make those facts known in a way that will 
insure that there will be not only understanding, but we hope 
to avoid the imposition of formalized controls or priorities or 
rationing,” he said. “We have a further objective, and that is 
to take the equipment we have and obtain a maximum utiliza- 
tion in the interest of transporting men and women who should 
and must travel. ... We are depending, in O. D. T., upon the 
leadership of industry and associations and men .such as you 
in our campaign to eliminate the unnecessary travel so that we 
can completely accommodate the necessary and desirable travel 
during this period of the war.” 

Mr. Budd said it seemed to him the most effective and most 
sensible advertising had been not absolutely to tell people to 
keep off the trains everywhere, but to tell them before they 
made their trips to plan them ahead and consult with the rail- 
road people to see when it was best to travel, and plan ac- 
cordingly. 

Others who participated in the discussion in the course of 
the meeting were: H. Richard Stickel, executive assistant, O. 
D. T. division of motor transport; Guy A. Richardson, director 
of the O. D. T. division of local transport, and Christopher J. 
Abbott, chairman, Transportation Association of America. 


0. D. T. ADMINISTRATIVE ORDER 


The Office of Defense Transportation has issued Adminis- 
trative Order O. D. T. 1, which is a codification of the authority 
delegated by Director Eastman to the various division heads for 
the performance of what were described as his discretionary 
functions, under his supervision. At O. D. T. it was said that 
the purpose of the order was to give notice to carriers, and 
others having dealings with O. D. T., of various persons in O. 
D. T. who had the responsibility and authority of directing vari- 
ous phases of the O. D. T. program, to issue permits, etc. 

The order sets out in detail the authority delegated to the 
deputy director; division of motor transport; division of local 
transport; division of railway transport; division of traffic 
movement; division of petroleum and other liquid transport; 
water transport; division of storage; division of materials and 
equipment; and regional director for Puerto Rico. 


MALT BEVERAGES 


A plan to conserve railway transportation facilities by lim- 
iting the number of railroad cars and car miles in the shipment 
of beer and other malt beverages was being considered by the 
War Production Board and the Office of Defense Transporta- 
tion, the agencies announced May 4. 

The proposed plan is being discussed by the W. P. B. bever- 
ages and tobacco division and the W. P. B. transportation and 
stockpiling division, with the division of traffic movement of 
O. D. T. In principle, it is similar to a plan suggested by the 
W. P. B. brewing industry advisory committee, which is com- 
posed of a representative group from the brewing industry, 
according to the agencies which added: 


The plan, if adopted, would: 

1. Restrict each brewer to a specified quarterly percentage of rail- 
road cars and of car miles he used to ship beer in the three-month 
base period, November and December, 1942, and January, 1943. These 
three months are suggested as a base, because they were the first three 
months in which maximum loading of railroad cars was mandatory 
under regulations of the Office of Defense Transportation. 

2. Prohibit a brewer from circumventing the restrictions imposed 
on rail traffic by diverting a portion of his deliveries to trucks. 

The car loading and car mile quotas would be adjusted for sea- 
sonal variation in the distribution of beer. 

By imposing a restriction on car loadings, as well as on car miles, 
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the proposed plan would discourage brewers from increasing the num- 
ber of cars used corresponding to a decrease in distances shipped. In 
other words, brewers would be prohibited from circumventing the 
intent of the proposed plan by shipping two carloads of beer 500 
miles, in cases where one carload had previously been shipped 1,000 
miles. 

In determining the niumber of car miles, the distances over the 
shortest tariff route would be used. 

The purposes of the plan are to: 

1. Bring about savings in transportation in a positive manner. 

2. Accomplish the savings with a minimum disturbance of beer dis- 
tribution, and without depriving any section of the country or any 
locality of its share of the available beer. 


oO. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of William J. Michells and Miss Cornelia Edge to 
the staff of the O. D. T. division of transport personnel. Mr. 
Michells, who has been named chief of the personnel. training 
section of the division, came to the O. D. T. from Fort Knox 
where he was assistant director of the teacher training depart- 
ment of the Armored Force School. Miss Edge, who was named 
assistant director of the personnel supply section of the divi- 
sion, was formerly employed as an administrator of the train- 
ing and re-employment division of the W. P. A. in Kentucky. 

The Office of Defense Transportation has announced the 
appointment of John F. Winchester, of New York City, and 
Leo Huff, of Chicago, petroleum transportation engineers, as 
consultants to the petroleum carriers section of the O. D. T. 
division of motor transport. According to the announcement, 
they will serve part time as advisors on local delivery. The 
O. D. T. said that Mr. Winchester, manager of the automotive 
department of the Standard Oil Co. of New Jersey, would be 
in the Washington, D. C., office of the O. D. T., and that Mr. 


Huff, chief transportation engineer for the Pure Oil Co., would . 


remain in Chicago. 


GREAT LAKES ORE SCHEDULE 


In order to mobilize the Great Lakes fleet for a concerted 
effort to overcome the 7,000,000-ton deficit in ore deliveries un- 
der the schedule required to meet the goal of 95,000,000 tons 
set by the War Production Board, the Office of Defense Trans- 
portation has issued Suspension Order No. 25-4. The principal 
effect of the order is temporarily to require permits for the 
transportation of grain in large vessels, specifically ships hav- 
ing a gross registered tonnage of 4,400 tons or more, and 
thereby to give preferential treatment to the movement of ore 
in larger vessels. 

At O. D. T. it was said that when the upper lakes naviga- 
tion season was delayed by the late thaws, O. D. T. had sus- 
pended, on March 11, all permit requirements for lake cargoes, 
leaving cariers complete freedom to move coal, grain, and other 
traffic, until operations could be begun to meet the goal set by 
W. P. B., nearly 3,000,000 tons above last season’s record. 

The new order, O. D. T. said, revised permit requirements 
imposed by O. D. T. on lake carriers last season, and that in 
addition to bringing large grain carrying vessels temporarily 
under the restrictions, it lifted permit requirements for ferries 
transporting railroad cars, automobiles, trucks, or trailers, and 
revoked earlier suspension orders issued under O. D. T. Gen- 
eral Order 25. 

O. D. T. Suspension Order 91, it was said, which allowed 
complete freedom to coal carrying vessels, remained tempo- 
rarily in effect. 





COMMERCIAL VEHICLE “GAS” PLAN 


The Office of Price Administration and the Office of De- 
fense Transportation have announced that, to remove a poten- 
tial source of “black market” gasoline, they have arranged for 
the prompt recall of the excess ‘‘T’” coupons of operators whose 
allotted mileage has been cut. 

Under the new procedure, a commercial vehicle operator 
whose gasoline allotment is reduced will be required to gur- 
render his excess “‘T” coupons to the O. D. T. when his opera- 
tions are reviewed or when his revised Certificate of War 
Necessity is issued. 

_ At the time his revised certificate is issued, the operator’s 
original certificate becomes invalid and he must turn this in 
along with the surplus “T” coupons. The O. D. T. office re- 
ceiving the invalidated certificate and the excess coupons will 
give the operator a receipt and will destroy the coupons. 

“The new arrangement will assist the O. D. T. in the review 
of all Certificates of War Necessity, currently being conducted 
to discover and correct certificates which allow operators more 
gasoline than their essential operations require,” the O. D. T. 
said, adding: 


This review has been necessitated by the fact that some operators 
have ‘‘T” rations in excess of their needs, granted to them through 
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initia! errors in issuing Certificates of War Necessity, and also becayge 
a large number of operators have cut their mileage through joint action be op 
plans and other conservation devices since their present Certificates fled 
were issued. niles 
It will be possible, under the new procedure, to eliminate the time E 
lag between the revision of an operator’s certificate and the recall of num 
his excess coupons. Formerly, an O. D. T. district office which aq.§ MUS | 
justed an operator's certificate had to notify the state O. P. A. ration.§ 2vin! 
ing administrator of the action, and he in turn notified the operator;§ miles 
War Price and Rationing board and the board then notified the opey.§ “4 £ 
ator to surrender his excess ‘*T’’ coupons. B 
All of this will be eliminated under the new procedure, with the 
district office picking up the excess coupons at the same time as the 
investigation is made or the adjusted certificate is issued. It also jg 
necessary that ration holders take appeals from such action to the 
appropriate offices of O. D. T. rather than to the district, state, o, 
regional O. P. A. Offices. 
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TANK TRUCK CONSERVATION 


Director Eastman, of the O. D. T., has issued general orde; 
O. D. T. No. 37, effective June 1, prescribing minimum quan. 
tities of motor fuel deliveries by tank truck to retail outlet; 
such as gasoline stations, and to farms and other ultimate cop. 
sumers. The O. D. T. said the order, designed to eliminat: 
“many peacetime frills from the services of petroleum tani 
trucks engaged in local deliveries,” was intended to enable locd 
distributors of petroleum products to continue essential service 
in the face of rubber and manpower shortages and other wap. 
time problems. 
“Specifically exempted from the restrictions of the order’ 
said the O. D. T., “are: Tank trucks operated under the diree. 
tion of the War Shipping Administration, the Maritime Com 
mission, or the armed forces, and deliveries made to thoy 
agencies. Deliveries made in emergencies, exclusively for th 
protection or preservation of life, health or public safety.” 
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Publie and Use of Trains 


Public cooperation in making the most of the availabk 
passenger facilities was urged by the railroads May 8 in: 
statement by John J. Pelley, president of the Association ( 
American Railroads. 

Pointing out that “‘passenger travel on the railroads nor 
is twice what it was a year ago, and nearly four times what 
was in 1939 before the war began,” Mr. Pelley said: 


To carry this vastly increased travel, the railroads have just abou 
the same number of passenger cars and engines which they had then 
Other war needs make it impossible to get more, except for a limited 
number of troop sleepers which it is hoped will be built this summer 

To move the two million service men and women who travel each 
month under military orders in special cars and special trains, takes 
more than half of all the sleeping cars and about one-third of all the 
coaches. 

With what equipment is left, the railroads must move individual 
service men or smaller groups traveling under orders, soldiers and 
sailors on furlough, families visiting service men at camps, business 
men and other workers who must travel on war business, those who 
can no longer use their automobiles, and every other sort of traveler by 
rail. 

Railroads and railroad men are doing their best to meet this great 
and sudden increase in demand for service. In spite of the best that 
they can do, however, travelers sometimes have to wait at ticket win- 
dows and cannot always get the accommodations they desire on the 
day or the train on which they wish to travel. Occasionally they cal 
not even get seats on certain trains, especially at weekends. But mos! 
travelers understand how these things are, and why the railroads 
cannot always accommodate them as they would wish to do. 

The railroads cannot say who should and who should not travel 
That is a matter which each one must determine for himself in th 
light of circumstances which he alone knows. To those who mus 
travel, however, the railroads suggest planning trips for the les 
crowded days of the week and the least congested trains, prompt car 
cellation of reservations if plans are changed, and traveling ‘‘light’- 
all to help make the most of the available space on trains. 


TRAILER FERRY SERVICE 


A Lake Erie ferry service for truck-trailers designed t 
save manpower, equipment, and more than 325,000 commercial 
tire miles a day and lift part of the burden on hard-pressed 
truckers operating in the Detroit and Cleveland areas Wé 
expected to open May 7, the Office of Defense Transportation 
said, May 6. 

n announcing the new arrangement, O. D. T. officials 
callefl attention to embargoes large interstate common moti! 
carriers had been forced to apply to part of the heavy volum 
of traffic moving into and out of Detroit in the last 90 days 
Operation of the trailer ferry service should make addition! 
manpower and equipment available to relieve the burden 
both shippers and carriers of vital war materials in these area 
the O. D. T. said, adding: 


Two ferries, the City of Petoskey and the City of Munising, wil 
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ye operated in the service, saving the semi-trailers which will be car- 
fed and the tractors which normally would pull them overland 168 
miles each way. 

Each of the ships will make a round trip once a day with a maxi- 
num cargo of approximately 50 heavy semi-trailers. Capacity operation 
hus would allow the shipping of 200 semi-trailers a day and effect a 
aving of some 33,600 truck-trailer miles or approximately 336,000 tire 
niles every day—with equivalent savings in manpower, parts, vehicles 
wd gasoline. 

Because of the shortage of heavy truck equipment it has not been 
possible to allocate enough power and trailer units to the Detroit 
yd Cleveland areas completely to alleviate the traffic situation there. 

Manpower shortages have further aggravated the situation, a re- 
cent report of the labor-management committee for the Michigan for- 
hire trucking industry showing ‘‘an immediate need of a minimum 
of approximately 280 drivers for over-the-road trucks’? in Michigan. 

The Detroit-Cleveland trailer ferry service, sponsored by the 
0. D. T. and authorized by the Interstate Commerce Commission 


pureau Of Water Carriers, will be operated by the Truckers Steamship 
Company of Detroit. 
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Oo. D. T. BUS COORDINATION ORDER 

By coordination of bus operations of the Santa Fe Trail 
Transportation Co., of Chicago, and White Star Motor Lines of 
Illinois, of Peoria, Ill., on their routes between Chillicothe and 
Farmington, Ill., via Peoria, a yearly saving of more than 
50,000 vehicle miles would be effected, the Office of Defense 
Transportation said in announcing that it had authorized such 
coordinated service, based on a joint action plan submitted 
the order’§ by the two bus lines, by issuance of special order O. D. T. 


the direc B-43, effective May 17. White Star Motor Coach Lines would 
itime Com reduce its daily round trips from six to two on the Peoria- 
le to thos Farmington part of the route, while the Santa Fe Trail com- 
ely for th pany would substitute two daily round trips on this part of the 
safety.” § route for two trips now run on a more circuitous route through 
Canton, Ill., the O. D. T. said. 
MICHIGAN VACATION TRAVEL 
‘lati A group of Michigan citizens, headed by Governor Harry 
fey 8 F. Kelly, and accompanied by Senator Vandenberg, conferred 


with Director Eastman and Prentiss M. Brown, Price Admin- 
istrator, at O. D. T. offices in Washington, May 5, concerning 
additional train service for the summer months. 


sociation 


— The service 
roe: shat { was needed, the delegation said, in order that the state’s in- 
- what 'f dustrial workers, particularly those in the Detroit area, might 


reach the state’s resort areas. 

Director Eastman told the visitors that Michigan would 
have the same service as other states, in conformity with the 
recent O. D. T. order, which permitted the use of commutation 
equipment on Saturday and Sunday, when not otherwise in 


ive just abou 
ney had then 
for a limite( 
this summer 


10 travel = we, in service to resort areas. 
on a the The O. D. T. said that the delegation planned to confer 


futher with O. P. A., and with Rubber Director Jeffers, in 


connection with the use of private automobiles by Michigan 
vacation travelers. 
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POWER DELEGATED TO O. D. T. 


Chairman Nelson of the War Production Board has issued 
WV. P. B. directive No. 21, delegating to the director of the 
(fice of Defense Transportation the authority to exercise cer- 
ain powers, including the requiring of reports, inspection of 
ooks and other records, and requiring of attendance and testi- 
mony of witnesses and production of documentary or physical 
widence, in connection with allocation of “the use of rubber- 
borne transportation equipment and facilities by carriers or 
operators thereof.” 

At the O. D. T. it was stated that the directive contained 
n0new authorizations for the O. D. T., that it was merely a 
‘formalizing’” of various delegations of authority heretofore 
granted to it under the second war powers act of 1942, and 
that it was issued as a precaution against possible questions 
4% to legality of the requirement of attendance and testimony 
of witnesses and other matters related to the issuance of Cer- 
os. of War Necessity to motor vehicle operators by the 
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TRUCK JOINT ACTION PLAN 
The coordinated movement of freight in central Indiana 
inder a joint action agreement by six motor truck carriers has 


-n approved in an order of the Office of Defense Transpor- 
D. T. officit tation, effective May 22. 
ommon moto! 


Under the agreement, Becraft Motor express of Kokomo, 





































heavy hy ind Clemmens Truck Line, Inc., of South Bend, together with 
agp pee Hayes Freight Lines, Inc., of Mattoon, Ill., and Keeshin Motor 
AKe a 


a ke ress of Chicago, will suspend their services in both direc- 
he burden ftons between Indianapolis, Carmel, and Westfield, Ind., that 
n these are® toute to be serviced by Sheridan Truck Line, of Sheridan, Ind. 

aft will also suspend its service for shipments moving in 
‘oth directions between Indianapolis, Kokomo, Peru, and their 
Mermediate points, said O. D. T. 
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The aforementioned carriers, and Motor Express, Inc., 
of Indianapolis, O. D. T., said, also agreed to divert to each 
other the overflow freight destined either way for Indianap- 
olis, Kokomo, and Tipton, Ind., which might be held on the 
platforms of their respective terminals at Indianapolis and 
Kokomo. Delivery of such freight, said O. D. T. would be 
made to the terminal of the diverting carrier, and that the 
diversion would assure more prompt service by eliminating 


any unusual hold-overs of freight between Kokomo and 
Indianapolis. 


BUS RESTRICTIONS REMOVED 


Effective May 1, the Office of Defense Transportation re- 
moved the mileage limitations under which city and intercity 
busses, placed in service after July 31, 1942, had been operating. 
City busses were restricted to 3,000 miles a month, and inter- 
city busses to 6,000 miles. 

Reason for the lifting of the limitations, said O. D. T., was 
primarily to the fact that older busses had been kept in service 
beyond the time of normal replacement and were becoming less 
available for steady use, due mainly to the lack of repair parts. 

O. D. T. said that 2,787 busses were affected, and that these 
busses, distinguished by O. D. T. serial numbers, had been re- 
leased throughout the country under agreements which pre- 
served them as an O. D. T. bus “pool.” The vehicles remained 
under O. D. T. regulations which provided that they might be 
reassigned to any place in the country where there was a 
greater need; that monthly reports of mileage and major main- 
tenance for each bus must be filed; and that the mileage re- 
laxation did not entitle operators to additional fuel allotments 
for fleets under certificates of war necessity. 


A. T. A. Committee Action 


Eight recommendations dealing with the conduct of the 
joint information office program have been adopted by the 
executive committee of the American Trucking Associations, 
for transmission to Commissioner Rogers for consideration. 

Among the changes suggested was one looking to the elimi- 
nation of the charge made by O. D. T. joint information offices 
for clearance of trucks, with which was coupled the recom- 
mendation that support of the offices should be derived from 
charges for lessor-lessee arrangements made through such 
offices. At the O. D. T. it was explained that this would mean 
no charge for the clearance of empty trucks, where no load 
was available for the return trip. 

Other suggestions were that the O. D. T. make a thorough 
survey covering existing offices and proposed offices, to deter- 
mine whether they were needed; that all clearances, with the 
exception of transactions consummated through recorded joint 
action plans, be handled through the joint information office 
where there is one; each office be permitted to establish a 
schedule of charges for lessor-lessee arrangements completed 
through the joint information office. It was also suggested that 
O. D. T. should clarify the status of union labor with respect 
to leases so effectuated, and that steps should be taken to inform 
all carriers as to procedure, with particular reference to liabil- 
ity for social security, insurance, who must use the office, who 
may register traffic, and who may lease or acquire vehicles. 
District managers of O. D. T., it was also recommended, 
should be given authority to eliminate delay in the loading of 
leased vehicles, and that the operation of every joint informa- 
tion office should be accompanied by a continuous program of 
enforcement of appropriate orders. Household carriers, it was 
suggested, should not be required to register traffic with the 
joint information offices because the highly specialized na- 
ture of the traffic, but that they should be required to register 
empty equipment. 

In another resolution, the executive committee voted to 
place on the agenda for its next meeting a proposal to create 
vigilante committees to eliminate equipment tie-ups. 


CONTROL OF EXPORTS AND IMPORTS 


The Board of Economic Warfare has announced a revision 
of export license regulations under which gift parcels have 
been sent since last November to prisoners of war and civilian 
internees of the United Nations who are held by the Axis 
powers. 

Under the revision, gift parcels may not be shipped after 
June 10, 1943, direct by next of kin or by relief societies to 
prisoners of war or civilian internees who are nationals of the 
United Nations other than the United States and the British 
Empire. The change does not apply to parcels authorized to 
be mailed every sixty days by relatives to members of the 
armed forces and civilians of the United States and the British 
Empire held by the enemy. 

Owing to the absence of shipping arrangements, no gift 
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parcels can be sent at this time to prisoners of war or civilians 
held captive by the Japanese. 

In its current export bulletin No. 95, dated May 3, the 
Office of Exports, Board of Economic Warfare, has issued in- 
formation relating to the following subjects: 


(1) All licenses for exports to 20 other American republics valid 
for one year; (2) only one signature required on application for 
freight space (form BEW 138); (3) Canadian intransit shipments to 
other American republics; (4) three copies of form PD-1A required 
in submission to B. E. W.; (5) exportation of narcotics; (6) revocation 
of report requirement under M-148; (7) procedure for exports to 
Mexico under 2,240 pounds; (8) consolidation of shipments for multiple 
consignees on one freight space application; (9) Peru—change of coun- 
try agency; (10) additional information required on license applica- 
tions for exportation of certain rubber goods; (11) additional com- 
modities excepted from general intransit license (GIT); (12) used con- 
struction equipment; (13) unfilled glass containers—change in general 
license, and (14) gift parcels to prisoners of war and interned civilians. 


FUEL OIL IN TANK CARS 

Petroleum Administrator Ickes has issued an order direct- 
ing heating fuel oil suppliers not to ship such oil in tank cars 
from the midwest to the east coast area. Exceptions are ship- 
ments from the southwest to New England and from Ohio and 
Mississippi River terminals to the east. The ban, it was stated, 
was temporary and was issued to permit movement of petro- 
leum for the armed forces. 


Petroleum Transportation 


Major J. R. Parten, director of transportation of the Petro- 
leum Administration for War, in testimony before the War De- 
partment subcommittee of the Senate appropriations commit- 
tee, said the P. A. W. was making a study of proposals to ex- 
pand petroleum pipeline facilities to New England. His testi- 
mony was made public as the Senate committee made available 
the committee print of hearings on the War Department civil 
functions appropriation bill. 

One proposal now under study, Major Parten said, was the 
construction of a pipeline from New York harbor to the Boston 
area. Another proposal, he said, was a pipeline from Albany, 
N. Y., to Springfield, Mass., ‘‘to tie in with the pipeline systems 
there, which might be reversed—pump eastward instead of 
westward.” The latter line, he added, would have to be sup- 
plied at Albany by the New York State Barge Canal and barges 
in the navigation season. Barges ran into Albany on the Hudson 
River from the New York harbor area and petroleum also 
reached Albany by tank cars, he said. 

“Albany is a very good railroad point,” he continued, “and 
would support logically and efficiently a very large tank-car 
movement. So this 10-inch line that is being talked about from 
that point would be fed by those three methods.” 

Asked for his views on the proposed construction of a pipe- 
line from the Tinsley oil field in Mississippi to Savannah, Ga., 
and Charleston, S. C., Major Parten said: 


Our studies showed it to be an inefficient use of power equipment 
and steel and manpower, because if we built a crude oil pipeline from 
Tinsley over to Savannah and Charleston, we would be obliged to 
barge that material up to some refining center such as Baltimore or 
Philadelphia and it did not prove to be feasible under our yardstick 
measurement. . . . Our production division does not believe that the 
oil reserves at Tinsley would support the pipeline. 


Petroleum Administrator Ickes has predicted that between 
28,000 and 30,000 barrels of gasoline daily will flow through a 
new 199-mile pipeline across Florida, from Carabelle to Jack- 
sonville, by June. He said that about 16,000 barrels a day would 
flow through that line within the next two weeks, and that de- 
liveries would be stepped up with increased coordination of 
tow-and-barge facilities on both ends of the line. To keep the 
pipeline functioning at capacity load, he explained, it was neces- 
sary to have a finely coordinated and efficient system of barging 
at both ends of the pipeline—barges to haul the gasoline from 
Texas refining centers to Carabelle, other barges to receive the 
products at Jacksonville and thence northward. This would 
require some time, he observed, but, he added, it would be done. 

East coast petroleum stocks for civilian use were still at 
“critical” levels, lower than previously forecast and “to low for 
efficient operation,” the Petroleum Industry War Councils com- 
mittee on petroleum economics announced. It said that, largely 
because of late opening of the Great Lakes navigation season, 
total deliveries of petroleum to the east coast in April were 
about 75,000 barrels a day less than expetced. 

Tank car oil shipments to the east coast area the week 
ended May 1 averaged 962,798 barrels a day, while in the same 
period box car shipments of kerosene in drums to New England 
averaged \17,443 barrels a day, according to reports received by 
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Petroleum Coordinator Ickes. These movements established a 
new high record in the shipments of petroleum to the gag; 
coast area, it was stated. 


A. A. R. Directors’ Meeting 


Discussion of the passenger traffic situation dominated th, 
monthly meeting of the board of directors of the Associatio; 
of American Railroads, April 30, with the directors indicating 
that they would cooperate with the Office of Defense Trang. 
portation in its program for dealing with that situation, it wa 
stated after the meeting. 

Director Eastman, of the O. D. T., who, with V. V. Boatney 
Henry F. McCarthy and J. R. Flippen, of his staff, attende 
the meeting, has announced that the O. D. T. will engage jn, 
publicity campaign in an effort to obtain voluntary renunciatioy 
of unnecessary travel on the part of the public, and adjustmen 
of the public’s travel habits to war necessities. The railroad 
it was stated, would cooperate in presenting the facts to th 
public and asking the public’s cooperation. 

O. D. T. and A. A. R. officials, it was stated after the mee 
ing, were in complete agreement that “rationing” of tray 
would be an “impossible approach” to the problem of curtailiy: 
travel. ‘Rationing,’ according to Mr. Eastman, would be a “Jas 
and desperate resort.” 

Passenger traffic, it was disclosed at the meeting, was no 
approximately double such traffic at this time last year, an 
four times greater than it was before war began in Europe ;: 
1939. One railroad executive, it was stated, reported coa¢ 
travel on his line seven times greater than at this time last yea 

The directors were informed that for the first thirtee 
weeks this year grain and grain products traffic was up 231 
per cent above the same period last year; that the spring liv 
stock movement was up 25 per cent; that coal traffic was y 
about 7% per cent; that the tight refrigerator car supply situ. 
tion had eased and that there was now an ample supply of sue: 
cars. The coal car supply was tight, it was said, but demani 
had been met with either hoppers or gondolas. The lakes or 
shipping season would be about six weeks shorter this year thx 
last because of the late opening of navigation, and it wa 
pointed out that the lake ore shipping goal for this season wa 
greater than that of last year. 

Executives expressed concern, it was said, because the 
could not get enough rails for replacements. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and trait 
service of Class I steam railways, including switching and ter 
minal companies, totaled $40,232,854 for February, 1943, a 
against $31,096,420 for the same month last year, accordin 
to a compilation by the Commission’s Bureau of Transpor 
Economics and Statistics, statement M-230. For the two month 
ended with February, 1943, the cost was $82,417,707 as com 
pared with $64,922,736 for the comparable period last year. 


TRANSPORTATION SYSTEM REPAIRS 


To insure the maintenance of adequate stocks of material) 
for emergency repairs by transportation systems, the Wal 
Production Board has issued inventory direction No. 7 under 
C. M. P. Regulation 2. This direction permits an operator tt 
maintain materials for emergency repairs to the extent al: 
thorized by the W. P. B. transportation equipment divisic 
under preference rating order P-142. 

P-142 is the order under which operators of transportati0 
systems acquire their materials, including emergency stocks. 


Freight Rate Zoning 


Editor, The Traffic World: 

Under the heading “Freight Rate Zoning Proposal” tl 
Traffic World publishes in the issue of April 24, a remark b 
Representative Patman, of Texas, to the effect that H. R. 254 
(the freight rate zoning proposal) “has been carefully prepared 
by experts.” 

After reading the proposed amendment to Part I of the 
interstate commerce act, one can appreciate the wisdom 0 
Mr. Patman in not mentioning what these people who prepa 
his bill were “expert” at! 

With the American people standing for regimentation ” 
the degree that they will permit jail sentences by administ!« 
tive decree for buying food except under regulations as dictate’ 
from the “institution” on the Potomac, it is not to be wonder 
at that regimentation “experts” should have gotten around 
the freight rate structure! 

L. E. Whitney, Traffic Couns 

Chicago, Il., April 30, 1943. 
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ablished a 


Rail Radio Broadeast considerably less equipment and far fewer employes than they 
» the east 


; ; ; had in the first World War. In fact, Mr. Henry said, the rail- 
Public cooperation to help maintain adequate and efficient 


erat: roads had something like 600,000 fewer freight cars, 22,000 
rail transportation in the war was urged by three representa- fewer locomotives, 16,000 fewer passenger cars and half a mil- 
tives of the Association of American Railroads in a round-table lion fewer employes than in 1918. 


radio discussion over Station WWDC in Washington, May 4. “There are several reasons why the railroads have been 
The need for cooperation on the part of those who travel able to do such a big job with so much less equipment and so 













‘inated th was particularly important now, J. Carter Fort, general counsel, many fewer employes,” Mr. Henry concluded. “First of all, 
Association, declared. The reason for this, he explained, was that the rail- today’s railroads are better railroads in every way, and each 
indicating roads were handling a tremendously increased passenger busi- unit of equipment is performing more transportation service. 
nse Trans. ness With no increase in equipment, and our military forces 





The railroads have also had the advantage of plans prepared 
long ago to meet emergencies, and kept up to date as the 
emergencies have developed. Moreover, they have had the 


must and did have first call on our cars and locomotives. 


io j 7as 
oe, “Today,” Mr. Fort said, “about one-third of all the 17,500 















V. Boatner§ railroad coaches and more than one-half of all the 6,800 Pull- zealous and willing cooperation of those who use them, includ- 
f, attendejf man sleeping cars, not to mention hundreds of locomotives, ing the government.” 

ngage inp are continuously engaged in moving troops in special cars and ee 

enunciatiogg special a As the a — Se _ ral sagen REVENUE TRAFFIC STATISTICS 

adjustmeng more ral’road equipment will have to be devoted exclusively to Revenue tons carried one mile by Class I steam rail- 
: — — and that will mean less equipment for ways, exclusive of switching and terminal companies, totaled 
acts to th: ' 







These conditions, Mr. Fort continued, “are bound to result 55,120,899,000 for January, 1943, as against 42,962,302,000 tons 







r the mee.§ in inconvenience and some discomfort” and “some lowering of 0 poles —— last y i a to a con ae ye Pd 
’ of traye§ the high travel standards which the railroads maintain in peace {© , ssion s | nage of +ransport &conomics an aus- 
¢ curtail times.” tics . revenue traffic statistics of those roads, statement M-220. 
. — Mr. Fort said that it was up to the individual to decide evenue tons carried amounted to 221,534,562 for January, 





: bs Rise ee itions. but 1943, as compared with 187,022,760 tons for January, 1942, and 
a a be pg Rel yoy = pees J ar ae cea the freight revenue for the respective periods increased from 
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t year, ani — to take him where he wants to go and to bring ag ed aan aa totaled 67,705,461, and pas- 
‘, Im back. : a | : Y 4 , 
ae The job of keeping trains moving was one for those who S¢Mser ee ee $111,715,623, for —- 1943, 
last yeq § used the railroads as well as for the carriers, said M. J. Gorm- @S Compared wi »ivy,0e0 revenue passengers and revenues 
ne 1ast yea : : ich t of $55,693,478 for January, 1942. 
rst thirtee§ ley, executive assistant, who stated that a freight car spen Freight traffi ning 1943 a with 
vas up 28: half of its time in the hands of shippers and receivers being ye ere eee eas ore chery) aoa wit 
pring liv loaded and unloaded. . nee , respec ae y, — —_ a . ae a 
affic was w “Obviously,” said he, “the longer it takes to load and un- h at oy on a road, ; an 4 revenue y 
‘upply situ-§ load a car, the less work that car can do. That is why it is so the ton-mile, 0.934 cents and 0.914 cents; and revenue a ton 
pply of sue necessary these days to send freight cars away faster and by the road, $2.32 and $2.10. 
ut demani§ empty them more quickly. Furthermore, they should be loaded 
he lakes o:§ more heavily so they can turn out more transportation service. FREIGHT COMMODITY STATISTICS 
1is year the These are jobs for the shippers and receivers, not the 2g ag ol The Commission has issued its compilation of freight com- 
and it wa , Most shippers, said he, were doing their part of the modity statistics of Class I steam railways for the calendar 
s season wa ‘Wonderfully well.” That, he said, was one of Seguro ee y year 1942, showing freight traffic originated, freight traffic 
the average freight car today was doing three-fifths more work terminated, total freight traffic carried, and freight revenue, 
yecause thy} 2day than it did in 1939, and the average ay ong was pro- by classes of commodities and regions, prepared by its Bureau 
ducing about a third more service a day evel 39. of Transport Economics and Statistics—statement No. 4323. 
Like other shippers, Mr. Gormley remarked, the govern- The compilation showed that the roads, as to both carload 
ment was working closely with the railroads, and “this sort ang jess-carload traffic, including forwarder traffic in the man- 
“a and trai % teamwork has been largely responsible for the highly satis- yfactures and miscellaneous carload group, originated 1,421,- 
ning and te eyes Fran Le er a _ doing—and doing with none 187, 134 tons of revenue freight, terminated 1,376,618 ,081, tons, 
‘ ° ad total frei raffic, includin uplications, of 2, 920,341 
~% all Pointing out that the railroads were handling by far the tons, and had Exclaht revenues of $6,196, 159,997, As to carload 
f Transporg steatest traffic in history, Robert S. Henry, assistant to the traffic, the roads originated 34,967,851 carloads or 1,403,611,665 
. t aa president, declared that today they were doing more than twice tons; terminated 34,327,128 carloads or 1,359,328,226 tons; had 
: 707 as com * much freight transportation and nearly four times as much total freight traffic, including duplications, of 72,887,200 car- 
last year. So Begg sco as a seg he = — od — oe eg en, ae ~ had — pavecane ot Sone 
: egan in Kurope. ey were doing this, ne aaded, with jus ; . Less-carloa reig amounte @) td; ons 
RS about the same amount of equipment they had then, but with originated, 17,289,855 tons terminated; total traffic, including 
‘al duplications, 36,094,857 tons; and freight revenues of $339,099,- 
~ mg 289. Forwarder traffic amend - aoe em or 3,242,- 
& e e 152 tons, originated; 194,196 carloads, or 3,374,664 tons, termi- 
No. 7 une] Revenue Freight Loading F 


nated; total freight traffic of 375,332 carloads, or 6,715,106 
Revenue freight loading the week ended May 1 totaled tons; and freight revenues of $65,609,060. 

188,783 cars, according to the Association of American Rail- 
roads. This was a decrease of 5,411 cars or seven-tenths of one CAR SURPLUS REPORT 
per cent under the preceding week, a decrease of 70,128 cars U. S. Railroads reported an average daily surplus of 42,251 
or 8.2 per cent under the corresponding week of 1942, and a_ freight cars for the week ended May 1, according to the car 
decrease of 5,516 cars or seven tenths of one per cent under _ service division of the Association of American Railroads. It 
the corresponding week of 1941. was made up as follows: Plain box, 17,040; auto box, 1,513; 
- Statistics prepared by the A. A. R. car service division flat, 1,258; gondola, 13,964; hopper, 6,238; and miscellaneous, 
ollow: 12,238. 
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, a remark | Grain and Live Forest Mase. 
nat H. R. 254 grain prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
fully prepared { 1943 46,597 15,713 134,264 13,653 43,748 53,391 97,574 383,843 788,783 
MINI io on sn cin lcniaiis J 1942 36,193 13,885 169,424 14,049 50,406 78,997 112,736 383,221 858,911 
Part I of the | 1941 33,854 12,835 92,786 10,273 42,674 79,271 163,691 358,915 794,299 
isdom ofgPteceding week April 24......... 1943 45,216 15,156 164,978 14,533 43,189 35,383 98,566 377,173 794,194 
Ihe W ared Per cent increase over............ 1942 28.7 13.2 2 
who prep Per cent decrease under.......... 1942 20.8 2.8 13.2 32.4 13.5 8.2 
; Per cent increase over............ 1941 37.6 22.4 44.7 32.9 2.5 6.9 
pimentation § Per cent decrease under.......... 1941 32.7 40.4 
by administlé- (1943 846,182 242,445 3,002,286 267,820 708,521 338,019 1,674,550 6,505,128 13,584,951 
bns as dictate? Cumulative 18 weeks to May 1 J 1942 685,062 213,036 2,850,340 253,570 823,653 506,987 2,529,783 6,503,678 14,366,109 
> be wonderelf , (1941 580,891 198,127 2,256,201 227,962 698,550 462,940 2,775,031 5,775,212 12,974,914 
ten around t er cent increase over............ 1942 23.5 13.8 5.3 5.6 -02 
en Per cent decrease under.......... 1942 14.0 33.3 33.8 5.4 
gil St cent increase over............ 1941 45.7 22.4 33.1 17.5 1.4 12.6 4.7 
raffic Couns§ Per cent decrease under.......... 1941 27.0 39.7 
—,, 


Per cent to 15 year average, 109.4. 
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Transport Statistics Comment 


In the twelve months ended with February, 1943, Class I 
railways reported net ton-miles (revenue and non-revenue) of 
708 billion, or a little over twice the annual average carried 
in the 1935-39 period, said the Commission’s Bureau of Trans- 
portation Economics and Statistics in its monthly comment on 
transportation statistics. 

“This large increase in freight service was performed with 
an increase in loaded car miles of only 63.0 per cent, an addi- 
tional 37.0 per cent increase in loaded car-miles having been 
avoided by the increase of 6.07 tons in the average carload,” 
the bureau declared. “In this interval the average load (net 
ton-miles per loaded car-mile) increased from 26.48 tons to 
32.55 tons.” 

The bureau pointed out that for the four weeks’ period 
ended April 24, 1943, the number of freight carloadings. was 
3,136,253, a decrease of 6.4 per cent under the number for the 
like 1942 period. When less-than-carload freight was excluded, 
it said, the number of loadings was 2,738,917, a decrease of 3.1 
per cent, and if ore was also excluded, the change becomes an 
increase of 2 per cent. The Regional Shippers’ Advisory Boards 
furnished to the Association of American Railroads, estimates 
of loadings of selected classes of carload freight for the second 
quarter of 1943, which, said the bureau, indicated an increase 
of 2.5 per cent over the actual figures for the same classes in 
the corresponding quarter of 1942. 

“If the increase of 2.5 per cent for the second quarter of 
1943 should prove to be accurate,” said the bureau, “it would 
indicate an increase in revenue ton-miles of about 29 per cent 
over the ton-miles of the corresponding 1942 quarter as a result 
of the greater load and longer haul.” 

Rail operating revenues for March totaled $756,250,563, 
an increase of 40 per cent over the March, 1942, total, while 
operating expenses totaled $449,440,079, an increase of 24.8 
per cent over March, 1942, according to the bureau. These 
figures were the same as those made public by the Association 
of American Railroads (elsewhere in this issue). The bureau 
said the ratio of expenses to revenues was 59.4 compared with 
66.7 in March, 1942. It said that in absolute amount March, 
1943, freight revenue was above that of the preceding four 
months and nearly equal to that of October, 1942. The tabula- 
tion showing trends in revenue, revealed a decrease from 
$587,600,000 in freight revenues for October, 1942, to $513,- 
200,000 for February, 1943, the March figure again rising to 
$585,300,000. Passenger revenue, on the other hand, held stead- 
ily near the October, 1942, figure of $108,300,000 through the 
following four months, but rose to $121,400,000 in March, 1943. 
The percentage increase in freight revenues for March, 1943, 
over the same month last year was 31.3 while the correspond- 
ing increase in passenger revenue was 105.5. 

Commenting on the freight and passenger increases, the 
bureau said that notwithstanding the much larger percentages 
of increase in revenues for passenger service than for freight 
service in recent reports, “it is probable that the freight serv- 
ice remains the more profitable. . . . In the 12 months ended 
with February, 1943, the train hour basis would assign 78 per 
cent of the expense to freight service and 22 per cent to pas- 
senger train services. If such an assignment of expenses is 
made and the results compared with the revenues, an operat- 
ing ratio of 57.5 is shown for freight and 74.3 for the passenger 
and allied services (including mail and express).” 

This result, the bureau said, should not be taken as more 
than a rough approximation and applied to Class I railways 
as a whole, adding that for individual railways these ratios 
showed a large variation. 

Pointing out that depreciation charges now cover not only 
equipment but also most fixed road property, the bureau said 
that such charges included in March, 1943, operating expenses, 
amounted to $26,545,985, an increase of 34.8 per cent as com- 
pared with the March, 1942, accrual. Also included in the 
March, 1943, figure, it said, was $10,486,118 amortization of 
defense projects compared with $5,466,910 for March, 1942, 
an increase of 91.8 per cent. 

The bureau pointed out that for the 12 months ended with 
February, the net income of the carriers was $1,038,197,539. 
To this, it said, might be added $367,635,405, depreciation and 
amortization accruals charged to operating expenses, with a 
resulting total of $1,405,832,944 as the income, after deducting 
all fixed charges and taxes, which, it added, “could be devoted 
to such items as reserve funds, additions and betterments, divi- 
dends, debt, reduction, etc., out of the year’s revenues and 
other income.” 

Passenger statistics for January showed that the Class I 
railways were receiving substantially more revenue from coach 
service (other than commutation) than from sleeping and par- 
lor car service, said the bureau, inting out that one year 
earlier the revenues from the two classes of travel were almost 
exactly the same. For January, 1943, coach revenues amounted 
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to $62,400,000 and parlor and sleeping car revenues amounted 
to $44,500,000, representing respective percentage increases 
of 141.9 and 72.6 over January, 1942. 
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Transportation Estimates 


The combined physical volume of commodity and passenger 
transportation in 1943 is expected to exceed the record high 
of last year by approximately 16 per cent, according to lates 
Department of Commerce estimates. 

“Last year, rising demands of the war economy for com. 
modity transportation and passenger travel resulted in shar 
increases in all forms of transport over 1941 levels and thf 
Department of Commerce index of total volume of transporta.f 
tion reached the peak level of 179 (1935-39=100),” says the 
department. 

“During the first quarter of 1943 the combined aggregat, 
of passenger-miles and ton-miles was 28 per cent above the 
same period of last year. With many types of transport agencie 
utilizing their equipment at capacity or near capacity, gain; 
during the remainder of this year cannot be expected to con. 
tinue as high as 28 per cent. 

“Total commodity transportation this year—measured h 
the Department of Commerce index of ton-miles—is expecteif Kay 
to increase by 12 per cent. El] 

“In 1942 the index for total passenger transportation—} 
rail, air, motor bus and local transit—increased by 45 per cen§ Am 
over 1941. In the first quarter of this year the increase was 5} Sto 
per cent over the corresponding quarter of 1942. For 1943 as; 
whole passenger transportation is expected to be almost one§ Lap 
third above the 1942 record. 


























“Based on the 1943 expected shipments of industrial ani - 
agricultural products, railroad net ton-miles are expected ty 
aggregate 710 billions, compared with 638 billions in 1942; 
rise of 11 per cent. For the first quarter of this year rail ton. lie 
miles were 25 per cent above the same quarter of 1942, bu al 
gains made during the remainder of the year are expected t) a x 
be measurably less. rh 

“By far the greatest increase in freight traffic in 1942 o 
curred in air transport, which showed a gain of 72 per cet ret 
over 1941. This was largely the result of sharp increases if fo, 
air mail pound-miles. The upward trend continued into 1%} ,,,, 
with first quarter tone-miles showing an increase of 80 pe} oac) 
cent over the same period in 1942. Present indications point ti] the 
an increase of about 50 per cent over the 1942 record. othe 

“The domestic water-borne commerce index consisting 0} the 
coastwise and inland traffic will probably be about 5 per cen! spec 
lower in 1943 than last year. The sharp gains expected in river 
traffic will be offset by the decline in coastal trade and the com- 
plete stoppage of intercoastal traffic. 

“The brightest picture in water-borne commerce is pre- 
sented by the traffic on rivers. The construction of new barges dec] 
is being pushed with the promise of the heaviest petroleum} * 
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movement on record and some diversion of other bulk com- W 
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modities from the hard pressed rail and motor carriers. The 
total river performance may be as high as 20 per cent above 
last year.” same 
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MOTOR PASSENGER STATISTICS 


Class I motor carriers of passengers, excluding charter or 
special, had passenger revenues totaling $26,131,199 for Janu 
ary, 1943, as compared with $14,373,623 for the same month las 


elsey 


year, an increase of 81.8 per cent, according to a compilatio§ 2 px 
by the Commission’s Bureau of Transport Economics aif area 
Statistics of Revenues and passengers, statement M-700. Pas§ ‘a1 
sengers carried for January, 1943, totaled 41,975,287, as agains “ 
21,539,010 for January last year, an increase of 94.9 per cet! ro 

ratio 


TRUCK SHIPPER’S LOAD AND COUNT 

The standing rate committee of the Central States Moto 
Freight Bureau has issued a “failed of adoption” dispositio 
notice in its docket No. 8081, a carrier proposal to establish 4 
rule for general application in all its tariffs providing for ! 
lease of carriers from liability where closed trucks are loaded 
and sealed by shippers and the bill of lading noted “shipper 
load and count.” The commtitee, in its disposition, takes nol? 
of the fact that section 21 of the bill of lading act amply pi 
tects carriers in such cases. It quotes the language of the s& 
tion that, where the freight is loaded by the shipper, the cart 
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may insert on the bill of lading the words “shipper’s weigh Ofc 
load and count, or other words of like purport,” and that, ‘! for 3 
such statement be true, the carrier shall not be liable { to 


damages caused by the improper loading or by the nonrece!f 
or by the misdirection of the goods described in the bill “J, 
lading.” 

The language of the statute, the committee says, makes 
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, tariff rule unnecessary, perhaps “improper.” Continuing, it 
says: 


The law specifically authorizes the carriers to protect themselves 
to the same extent that the proponent desires through the establish- 
ment of the proposed rule. We might add, however, that, where 
shippers load vehicles and it is the carriers’ desire to protect them- 
selves to the extent authorized under section 21 of the bill of lading 
act, it will be necessary that the vehicles so loaded by the shipper 
must be sealed by either shippér or carrier at shipper’s loading dock, 
and seal number recorded on the bill of lading in addition to the 
endorsements authorized under section 21 of the bill of lading act and 
signed by carrier’s driver or other agent. Such seal record and other 
notations should be carried forward on to the freight bill or way bill 
of the carrier and such record should be checked at final destination 
py the driver. If the same seals are found to be intact, notation 
should be placed on freight bill or waybill by the driver. Furthermore, 
such intact seals should not be broken at destination by any other 


> party than the consignee or his agent. 
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GRAIN PERMIT AGENTS 


Effective May 15, the Commission has issued amendment 
No. 9 to service order No. 80 naming the following as its 
agents to issue permits for the movement of grain under the 
terms of service order No. 80 at the following markets: 

W. T. Macauley, Hutchinson, Kan.; R. A. Wallace, Salina, 
Kan.; D. L. Mullen, Wichita, Kan.; F. A. Hague, Enid, Alva, 
El Reno, Blackwell, and Medford, Okla.; G. H. Rogers, Dallas, 
Tex.; E. B. Wooten, Fort Worth, Tex.; C. M. Goodnight, 
Amarillo, Plainview, Lubbock, and Hereford, Tex.; Lloyd C. 
Stone, Ogden and Salt Lake City, Utah; H. G. Mundhenk, 
Denver, Ft. Collins, Greeley, Loveland, Longmont, Pueblo, 
Lamar, and Ft. Morgan, Colo.; L. C. Fowler, Portland, Ore.; 
and Sevarino Ursic, Seattle, Wash. 


RETURN OF SHIPPING CONTAINERS 


Importance of getting returnable containers back to sup- 
pliers promptly in order to insure continued delivery of essen- 
tial chemicals and allied products in wartime was stressed in 
a joint statement by the chemicals and containers divisions of 
the War Production Board. 

The two W. P. B. divisions said their request for prompt 
return of containers by the users applied to steel drums that 
formerly were considered non-returnable, fiber drums, slack 
wood barrels, tight wood barrels and cylinders. They advised 
each user to get in touch with his supplier to find out whether 
the supplier wanted the containers back, before making any 
other disposition of them. Containers should not be used by 
the purchaser of the chemical for other purposes without the 
specific permission of the supplier to do so, they said. 


GASOLINE RATIONING EFFECTS 


Traffic on rural roads in the eastern rationed area in March 
declined 48 per cent and in the remainder of the country about 
37 per cent from its pre-war normal of the corresponding month 
of 1941, said the Public Roads Administration of the Federal 
Works Agency, adding: 


The percentage decline in the eastern rationed area was about the 
same as in the past several months, and the decline for the rest of the 
country was about the same as in January and February, or nearly 
jouble that in the summer and fall months preceding nation-wide gaso- 
ine rationing. Traffic counts were made during March at more than 
00 points in 42 states. 

Traffic in February was off 52 per cent in the east and 35 per cent 
elsewhere, compared with the same month of 1941. 

March motor-fuel tax zollections in 29 states totaled $23,621,000, or 
2% per cent less than in March, 1941. The decline in the eastern rationed 
area was 40 per cent, and in the rest of the country 22 per cent. The 
lax payments were made largely on fuel purchased the previous month. 

The 37 per cent reduction in traffic on rural roads in the ‘‘western’’ 
area in March compares with decreases of 27 per cent in July, 1942, 20 
ber cent in August and September, and 24 per cent in October before 
rationing began. 

The 48 per cent decrease in the East in March compares with 52 
per cent last December and 55 in January, and around 41 per cent dur- 
Ing each of the fall months of 1942. 

The March decline of 42 per cent in traffic on all highways in 42 
slates compares with 17 per cent in March, 1942. Both figures represent 
leductions from the more normal traffic in March, 1941. This is the 
itst March that traffic has been affected by gasoline rationing, although 
gasoline deliveries were being restricted in the east and in the Pacific 
northwest, passenger-car production had been halted, and tires were 
being rationed in March, 1942, ° 


RATIONING OF TIRES 


In a summary of its rationing activities, issued May 5, the 
Office of Price Administration reported that ration certificates 
for new truck tires granted in the period from January, 1942, 
0 May, 1943, totaled 5,252,000, and that the totals of truck 
lire recaps and truck tubes rationed within that period were 
4483,000 and 4,486,000, respectively. Passenger car tires, re- 
“ps and tubes rationed in the same period totaled 10,927,000, 


= and 6,574,000, respectively, according to the O. P. A. 





Jeffers and Rubber Program 


The Traffic World Washington Bureau 


William M. Jeffers, rubber director and Union Pacific Rail- 
road president, ‘‘rang the bell’ May 4 as he appeared before 
the Senate’s war program investigators as the last of five wit- 
nesses called before that Senate group to substantiate or dis- 
prove allegations that Mr. Jeffers’ promotion of synthetic rub- 
ber production had impeded the output of high octane gasoline 
to the extent that urgently needed war planes had been 
grounded because of a shortage of such gasoline. 

That Mr. Jeffers had gained rather than lost popular favor 
as a result of the inquiry by the Senate committee, headed by 
Senator Truman, of Missouri, became evident near the close of 
the May 4 hearing, when a loud and prolonged outburst of 
applause by a crowd of more than 100 spectators followed a 
suggestion by Senator Mead, of New York, that Mr. Jeffers and 
his staff, having taken care of the problem of rubber produc- 
tion, might now take over the high octane gasoline production 
problem. 

Those who had expected “fireworks” to develop in the 
course of testimony before the committee May 3 by Undersec- 
retary Patterson, of the War Department, and by Mr. Jeffers 
the next day were disappointed. Allegations that Mr. Jeffers’ 
activities in furthering his rubber program had resulted in im- 
mobilization of war planes had been attributed in newspaper 
articles to Mr. Patterson. But when Mr. Patterson’s turn came 
to tell his story to the Truman committee, he disclaimed having 
had any intention of discrediting Mr. Jeffers, tossed a few barbs 
at the War Production Board, instead, and announced that “Jeff 
and I’ planned a tour of the nation’s synthetic rubber and 100 
octane gasoline plants with a view to smashing, by joint efforts, 
all ‘bottlenecks” they might find in plants of both types. 

In hearings held in the preceding week, the Truman com- 
mittee had heard, from Chairman Nelson of the W. P. B. and 
Petroleum Administrator Ickes, criticism of army procedure in 
estimating its requirements, and, from Undersecretary Forrestal, 
of the Navy Department, and Mr. Ickes, objections to the issu- 
ance “overriding priority directives” by the W. P. B. (see 
Traffic World, May 1, p. 1041). 

Mr. Jeffers set the stage for the applause that came 
later, by telling the committee that he thought certain people 
in the government seemed to delight in “having it so arranged 
that they can in some manner restrict the people” when there 
was no necessity for restriction. 

“Maybe I’m too much the other way,” he said. “But when 
they want somebody to restrict the people more, they'll have 
to get another boy.” 

Senator Mead commended Mr. Jeffers for having done “a 
good job.” 


“Now,” he continued, “I’d like to launch this thought. Mr. 
Ickes has just taken over the coal mines. He will be busy with 


solid fuels. I suggest that you take over the high octane gaso- 
line problem.” 


Senator Hatch, of New Mexico, said he thought Mr. Jeffers 
might direct the high octane as well as the rubber program. 
“No answer,” said Mr. Jeffers. 


Patterson’s Testimony 


Undersecretary Patterson had been scheduled to testify be- 
fore the committee May 4, but had asked the committee to let 
him precede Mr. Jeffers so as to give the latter “the last word,” 
it was explained by Senator Truman at the May 3 hearing. 

Mr. Patterson said he had no personal quarrel with Mr. 
Jeffers. 

“T hold him personally in high esteem and respect his char- 
acter and patriotism,” he continued. “I deeply regret that my 
recent remarks should have been interpreted as reflecting on 
either. I had no such intention. He has performed his duty 
in pressing the synthetic rubber program vigorously and I don’t 
resent it.” 

He said it was his understanding that 100 octane produc- 
tion had been delayed by “the priority subordinating it to the 
production of synthetic rubber.” He said he felt that rubber 
requirements would be met, but that he had “grave concern” 
about the 100 octane supply. For months, he said, that supply 
had been below requirements, with the result that training of 
army pilots and crews had been retarded. He contended that 
Chairman Nelson of the W. P. B. was “mistaken” in his state- 
ment that the grounding of training planes in this country was 
the result of faulty distribution of 100 octane rather than an 
over-all shortage. 

“Mr. Nelson compared production and consumption for 
February and March, pointing out that production exceeded 
consumption in those months,” said Mr. Patterson. ‘Such a 
comparison does not prove anything. . . . Gasoline produced in 
April should be compared to domestic consumption estimated 
for May and to overseas consumption estimated for July... . 
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Actual consumption figures do not make allowance for the 
building up of overseas supplies. . . . Requirements for today 
are more than 50 times what we were using three years ago, 
and requirements for the future are more than double require- 
ments for today. ... 

“Our success in air combat has been much greater than we 
expected, with smaller losses of planes. But this very success 
makes our job more difficult. We are going to have a bigger 
air force sooner than we expected... . 

“The synthetic rubber program is an important program. 
I do not believe, however, that today it is as urgent a program 
for war purposes as the 100 octane gasoline program... . From 
present indications there will be rubber, but not enough 100 
octane gasoline.” 

Mr. Patterson told the committee that in January and 
February, 1942, he had prepared an estimate calling for 
construction of increased 100 octane production capacity “at 
the earliest possible date,” that that estimate had been sub- 
mitted to the W. P. B., but that the amount he had called for 
was not now being produced. 


Jeffer’s Testimony 


Mr. Jeffers’ opening remarks included the following: 


Up till now, if I understand the testimony presented before this 
committee, the only accusation made against the rubber program is 
that my associates and I have done our job well—perhaps too well. It 
is the first official commendation I have had since I have been in 
Washington. 

The testimony has brought out that the forced progress of the 
synthetic rubber campaign has not delayed the manufacture of 100 
octane gasoline or escort vessels or aircraft or merchant marine. 
Rather the momentum of the rubber program has dragged forward all 
of these phases of war. 

Bottlenecks which we encountered were broken, to the joint ad- 
vantage of all programs. We found sources of supply that had never 
been considered, ... 


As to Mr. Ickes’ claim that 4,000,000 barrels of high octane 
gasoline had been lost because of the high priority accorded rub- 
ber, Mr. Jeffers averred that “had he taken into account the ad- 
ditional production that was brought about because of our activ- 
ities and because of his share in the directives, he would have 
found that he gained, or at least suffered no loss.” 

Mr. Jeffers quoted from the Baruch committee report the 
statements that “of all critical and strategic materials, rubber 
is he one which presents the greatest threat to the safety of 
our nation” and that “if we fail to secure quickly a large new 
rubber supply our war effort and our domestic economy both 
with collapse.’ 

“Perhaps,” he continued, “the framers of the Baruch report 
had some perception of the difficulties that would beset a rubber 
director when it stated that in drawing up its recommendations 
it ‘sought to find a basis upon which the entire nation can go 
forward together, uniting our energies against the enemy in- 
stead of dissipating them in domestic wrangling’.” 


“Coddling” Civilians 


Mr. Jeffers said that it was evident that some senators 
believed, erroneously, that civilians were being coddled because 
they were being supplied with recapped tires. Such tires, he 
said, had “no place in this discussion,” because neither synthetic 
nor crude rubber, but only reclaimed rubber, was used for 
recapping material (camel-back). There was a two-year supply 
of such material, and the reclaiming plants were producing it 
at the rate of 30,000 tons a month, he said. 

“We made these supplies available in the belief that local 
rationing boards know the necessities of the people of their 
respective communities much better than a rationeer in Wash- 
ington,” he said. “We believe in the honesty and integrity of 
the American people, and if that is coddling, I suppose we have 
coddled them. . . . We cannot completely ignore our civilian 
population.” 


Acting in accordance with the Baruch committee’s advice, 
he said, his office had resurveyed the rubber production situa- 
tion from day to day and had reduced the amount to be pro- 
duced by “‘conceling out” plants with a rated capacity of 224,000 
long tons of synthetic rubber, after it became apparent that 
essential requirements could be met with capacity already 
built. He added: 


Too Much Rubber? 


You doubtless have noticed mention in the press recently that if 
the program is carried through as now set, there will be too much rub- 
ber. I am not clear as to what is meant by too much rubber. I do 
not think that there will be too much rubber if there is enough for 
military needs, for essential civilian driving, and enough left over to 
permit the American people to go about at least some of their normal 
activities, which in a long war is a military necessity because it means 
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sO much in civilian morale. Keep in mind, however, that I am discuss. 
ing rubber, not gasoline. As to the latter, I am expressing no viey, 

I have just completed an inspection trip of many of the govern. 
ment-owned synthetic rubber plants. As a result of the trip, I am 
pleased with the progress that is being made. I feel that we haye 
gone a long ways down the road toward fulfilling the recommendations 
of the Baruch report and the expressed wish of the Commander-ip. 
Chief. 


Under questioning by committee members, Mr. Jeffers said 
it was urgent that the synthetic rubber output reach the tire 
manufacturers quickly and in substantial amounts, so as to 
enable them to turn out 5,000,000 tires this year, to be added 
to the existing stock of 7,000,000 new tires. 

“If we don’t turn out rubber, we won’t produce the 25 oy 
30 million tires we need next year,” he added. 

He said that “three or four months from now” there would 
be a substantial surplus of the component parts for war plants 
for which the various “must” programs were now competing. 

“TI have only one ambition,” he obseved, “and that’s to get 
these things set and then get out of Washington. I have neve; 
had any interest in anything in Washington.” 

“What’s wrong with Washington?” asked Senator Fergu. 
son, of Michigan. 

“Suppose you put the answer to that in the record, Sen. 
ator,” said Mr. Jeffers, adding that it was not advisable, some. 
times, to express one’s opinions. 

Chairman Nelson of the War Production Board has an. 
nounced that he has approved an administrative order setting 
up, within the W. P. B., the Office of Civilian Requirements 
superseding the Office of Civilian Requirements, with authority 
to determine requirements for consumer goods and services, ex. 
cept products and services under the jurisdiction of the War 
Food Administration, the National Housing Agency and the 
Office of Defense Transportation. Thus, the power accorded the 
Office of Civilian Requirements would apply to tires and such 
other products for civilians as are under the jurisdiction of the 
Office of Rubber Director. 

Mr. Nelson announced that Arthur D. Whiteside, who hai 
been appointed W. P. B. vice-chairman for civilian requirements 
April 15, would head the new agency. He said that ‘‘to correlate 
the policies of the government agencies concerned with the 
supply of civilian goods and services,’’ the order established 3 
subcommittee of the W. P. B., composed of the Secretary of 
Agriculture, the chairman of the War Manpower Commission 
the price administrator, the petroleum administrator, and the 
director of the O. D. T. 

“Tt shall be the objective of the War Production Board,” 
the order declared, “to provide consumer goods and services 
adequate to maintain essential civilian life and the highest pro- 
ductive efficiency, to the end that maximum productive power 
of the the civilian populations may be attained in the support 
of the war effort.” 

The order outlined the powers and duties of the O. C. R,, 


including the authority to “determine requirements for con-f} 


sumer goods and services, and act as claimant therefor.” 


Secretary Jones, of the Commerce Department, in an ad- ‘ 


dress broadcast from Washington May 5, said much misinfor- 
mation had been broadcast about the rubber situation in the 
last 15 months, but that “as a matter of fact . . . we still have 
several hundred thousand tons of raw rubber in stockpiles, 4 
substantial amount of scrap rubber and used tires, as well asa 
good synthetic rubber program well under way.” 


“With the careful conservation of rubber and by safeguard: 
ing all our supplies, we should meet all essential needs,” he said 
Mr. Jones reported that the Rubber Reserve Co., subsidiary 
of the Reconstruction Finance Corporation, had acquired a tota 
of 867,000 tons of scrap rubber. This scrap rubber had bee! 
concentrated in 40 separate stockpiles located in 18 different 


cities, and as the scrap rubber was needed for reclaiming pur 
poses it was shipped from the nearest stockpile to the reclaim: 
ers, he said. Rubber Reserve Co. continued to buy about 7,500 
tons of scrap rubber a week “through normal channels,” he 


said. 


Weaknesses in administration of the war effort had pel 
mitted disputes such as the one over the question of prefer- 


ence accorded the synthetic rubber program over high octale™ 


gasoline production “to reach the point of public controversy, 
said the Truman committee in a report made public May 6, 
the subject of conflicting war programs. 

“Energetic, aggressive men, striving to meet war needs, 
will tend to clash when their duties bring them into conflict 


said the committee in a discussion of the controversy betweet 
the Office of Rubber Director and Undersecretary Pattersom 
“But destructive, wasteful feuding must be suppressed. . : : 
Clear leadership in strong hands is required. The influenc 
from above must be always toward unity. Where necessary; 
heads must be knocked together. The issues in this dispulé, 
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wolving war strategy, can and should be resolved by the War 


preg oduction Board... .”_ 

e govern. The committee implied that it was disappointed with fail- 
‘ip, I am (ge of the W. P. B. to exercise “sweeping powers” accorded 
we have fie chairman of that agency, in connection with a statement 
iendations yat “the present conflict is a result of basic weaknesses in the 
nander-in- Fyntrol of the war effort.” In part, it said: 

The chairman (of the W. P. B.) was empowered to exercise his 
ffers said §athority through such officials or agencies and in such manner as 
. the tire fe might determine. His decisions were, by the terms of the order, 
SO as to™” pe final. Here is a clear and unequivocal delegation of authority. 
be added Why, then, was it not exercised? At least part of the answer is to 

i found in the history of some of the major problems of 1942. . . 

The determination of the nation’s rubber requirements was made 

the 25 or na plane superior to the War Production Board. The findings of the 

pesident’s rubber committee were ordered to be executed by the 
"re Would #ubber director. This official was declared to be responsible to the 
var plants § #airman of the War Production Board, but was given power him- 
ompeting gif to issue directives. to the various agencies. The chairman of the 
it’s to gel War Production Board was requested by the Commander in Chief to 
pia dvest himself of concern with the rubber program. Therefore, prac- 
ave nevel finally speaking, the chairman of the War Production Board has had 

only tenuous authority over the rubber director although technically 
or Fergu-§ je is the boss. 

An administrator was placed in charge of petroleum programs, 
cord, Sen- induding aviation gasoline. The executive order declares that he 
ble, some. “shall be directly responsible to the President.’’ On the other hand, 

. he exercises the ‘‘powers, authority and discretion conferred upon the 
| — chairman of the War Production Board’’ with respect to the petroleum 
d has an § industry, ‘‘subject to the direction of the chairman of the War Pro- 
ler setting§ yction Board.”” The lines of authority are confusing even on paper. 
uirements f As a practical matter they breed disputes such as that under con- 
1 authority § sideration. 
rvices, eX Today discussion of the over-all legal authority of the War Produc- 
f the War tion Board is mere pedantry. Although the authority may exist it has 
aaa not been exercised. But the chairman of the War Production Board 
y and the has exercised the power to allocate materials and to schedule the pro- 
‘corded the § jyction programs of the various departments, and to resolve conflicts 
S and such§ between these programs. . . The War Production Board is serving 
‘tion of the § well as a scheduling and allocating agency. . . . In this field the board 

and its chairman have been successful, and his authority should be sus- 

4 tained. 
ete Two things must be accomplished. First, the strong over-all au- 
“Bthority of the War Production Board must be made a living reality. 
to correlatt This authority must be ready to make decisions and to enforce them 
d with th B over the objections of aggressive department heads. It must cooperate 
‘tablished iin such manner that the various men responsible for individual pro- 
ecretary off gams will feel that they have been fairly treated and fully heard. 
‘Yommission § Second, without dilution of the power of the chairman, the War 
or. and the Production Board should function as a board. The persons in charge 
, (feach major program should sit on it and discuss their problems 
‘on Board” gether regularly and frequently. Each must be made to feel a great 


ease Of responsibility for the entire program with no diminution of 


ind services iis responsibility for that part directly under his control. 
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In the report, the committee observed that ‘‘the armed 
irees failed by a wide margin to anticipate wartime needs for 
wiation gasoline” and that, although their estimates made 
ist September apparently would be met by production this 
ummer, the estimates last winter had been tremendously in- 


teased. The committee said that “this, of course, intensified 
fe priorities jam.” ; 








TRUCK SAFETY CONFERENCE 


Problems concerning safety in trucking operations were 
iscussed at a session of the commercial vehicle section of the 
«nual Midwest Safety Conference, sponsored by the Greater 
7 Safety Council, at the Sherman Hotel, Chicago, May 
210 (, 

At the section’s meeting May 5, Edward J. McKernan, 
feet safety engineer, Atlantic Refining Company, Philadelphia, 
tscribed his company’s plan, used in the last four years, to 
lect and train fleet truck drivers. Exhaustive tests designed 
reflect new employes’ ability and to teach both new and old 
laiming pur tivers how to drive carefully were conducted by well-trained 
the reclailt istructors, he said. Results of the plan indicated, he said, that 

about 7300 ‘mpetent instructors were the key to reductions in accidents 
Ye onels” be ‘terminals and in over-the-road operations. Properly trained, 
hannels, * said, new drivers made better safety records than drivers 
ith long experience who had not received instruction by 
faned instructors. Arthur Korn, Cushman Motor Delivery, 
id his company had improved working conditions for its driv- 
Hs, by providing comfortable rest and sleeping rooms for 
‘vers on lay-over operations to keep the drivers satisfied 
Nth their jobs in the war period. 

At a war industry traffic and transportation section meet- 
"§, May 6, there was a discussion of methods for eliminating 
Sidents among war plant workers. At a dinner meeting that 
nl L. J. Sorenson, vice-president, public safety, for the coun- 
~ Presented the council’s semi-annual Chicago fleet safety 
"ards to the following companies: 


Sears, Roebuck and Company; International Harvester Company; 
# Linen Supply Company; Standard Oil Company of Indiana; Illi- 
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nois Bell Telephone Company; Great A. and P. Tea Company; Pennoyer 
Merchants Transfer Company; City Ice and Fuel Company; Illinois 
Packing Company; Borden Milk Company; Ward Baking Company; 
Hydrox Corporation, and Shell Oil Company. 


The companies were winners of various classes of fleet 
contests in the period ending December 31, 1942. 


Automotive Maintenance 


Shortages of manpower and hand tools used by mechanics 
are creating difficulties for distributors of truck and bus parts, 
automotive tools, and shop equipment, government officials 
were informed at a meeting of the W. P. B. automotive whole- 
sale industry advisory committee. 

Increases in truck traffic in war production areas had ac- 
centuated the problems, it was pointed out. In Detroit, for in- 
stance, it was reported that 68 per cent of the total freight 
traffic moved by motor truck, said the W. P. B., adding: 


The manpower situation in the industry, the committee reported, 
is particularly acute since it requires approximately two years to train 
a key parts expert. However, increasing numbers of women are being 
trained for such positions, and the industry is experimenting with 
vocational schools offering courses in servicing trucks, busses and 
other commercial motor vehicle equipment. 


Limitation order L-270 as amended, covering the manu- 
facture and distribution of automotive maintenance equipment 
listed on schedules A, B, and C, attached to the order, has been 
further amended by the War Production Board as follows: 


1. Purchase orders for repair parts for automotive maintenance 
equipment are exempted from the provisions restricting sales by pro- 
ducers to purchase orders bearing preference ratings of AA-5 or higher. 

2. The following items are added to schedule B: battery testing 
clips, fuel pump testers, master air gauges, and tire valve service tools; 
the description of battery chargers is changed to read ‘‘wall type, six 
battery or over capacity’’ instead of ‘‘wall type twelve battery or over 
capacity.”’ 

3. The item, valve seat grinders, is added to schedule C. 


Postwar Highway Program 


The American Road Builders’ Association held its annual 
meeting and postwar conference at the Edgewater Beach Hotel, 
Chicago, May 4 to 7. The program included, besides forum 
meetings on present problems of highway engineers and road 
construction companies, talks on the nation’s highway system 
needs in the postwar period and consideration of recommenda- 
tions about those needs presented by association officers. 

The discussion centered chiefly on a 62-page study of post- 
war highways issued to the members recently by Charles M. 
Upham, engineer-director, and Daniel R. Lamson, research 
engineer, for the association, who prepared the study. Pointing 
out that the solving of the postwar unemployment problem 
would depend to a large extent on expenditures of federal, state 
and municipal funds on construction programs, the authors say 
that, assuming an annual national income of $105,000,000,000, 
approximately $3,000,000,000 should be spent annually on high- 
ways, roads, and streets in each of the first five years after the 
war ends. They attempt to show that, in each of those years, 
the federal government should contribute $1,000,000,000 of the 
$3,000,000,000 needed, in addition to federal grants toward con- 
struction of airplane landing strips along highways. They 
recommend establishment at present by states, counties and 
cities, of reserve funds to be used for highway and flight strips 
projects; immediate detailed planning for the projects; use of 
federal funds for making such plans and for acquisition of 
rights of way. 

At sessions devoted variously to inter-regional, state, mu- 
nicipal, and rural road problems, members discussed the report 
and, generally, voiced their approval of it. It was expected 
the resolutions in line with these recommendations would be 
adopted at the close of the meeting the evening of May 7. 

Philip B. Fleming, administrator, Federal Works Agency, 
speaking May 6, said the principal postwar problem would be 
the prevention of another great depression. The nation would 
not at once slip into a period of prosperity at the war’s end, 
and the federal government would need to find jobs for approxi- 
mately 5,000,000 workers for at least two years thereafter, 
said he. At least 2,000,000 men would have to be employed 
after the war in construction industries, he added. He urged 
that plans be worked out in full detail, as soon as possible, to 
provide programs for building highways, airports and flight 
strips, flood control and other projects as soon as the war ended. 
He did not speak of a need to build or rebuild railroad facili- 
ties. Representative J. W. Robinson of Utah, chairman of the 
House roads committee, endorsed, generally, the recommenda- 
tions of the study by Mr. Upham and Mr. Lamson. The only 
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problem in the matter, said he, was “that of getting these 
projects under way.” 

Frank W. Herring, assistant director, National Resources 
Planning Board, spoke May 7 on “Highway Construction and 
Full Employment.” He estimated that approximately $1,750,- 
000,000 could and should be spent annually on highways, roads, 
and city streets each year after the war. If the war were to 
end soon, he said, it could be expected that there would be a 
30 per cent increase in motor vehicle registrations within the 
next 10 years and a much greater increase in highway traffic, 
providing the public’s use of airplaines for freight and pas- 
senger transportation did not increase too markedly. 

Robert Moses, member, New York City Planning Commis- 
sion, speaking May 7, said highway construction would head 
the list of governmental works projects after the war, because 
such work could be spread throughout the country and the 
people were amenable to large expenditures on such works. 
Speaking of inter-regional arterial highways, he said modern 
highway engineers no longer advocated that such highways 
by-pass large metropolitan centers. 

Officers and directors elected, included: 


President, C. W. Brown, chief engineer, Missouri Highway Depart- 
ment, Jefferson, Mo.; vice-president, northeastern district, Paul B. 
Reinhold, president, Reinhold and Company, Pittsburgh; vice-president, 
southern district, Charles W. Smith, president, Smith Engineering and 
Construction Company, Pensacola, Fla.; vice-president, central district, 
Lion Gardiner, vice-president, Jaeger Machine Company, Columbus, O.; 
vice-president, western district, Robert A. Allen, Nevada state highway 
engineer, Carson City, Nev.; treasurer, H. C. Whitehurst, director of 
highways, District of Columbia; members, board of directors, for three 
years, R. H. Baldock, highway engineer, Salem, Ore.; R. B. Brooks, 
consulting engineer, St. Louis; J. F. Case, manufacturers sales repre- 
sentative, Firestone Tire and Rubber Company, Akron, O.; P. L. Grif- 
fiths, butadiene division, Koppers United Company, Pittsburgh; W. R. 
Macatee, managing director, Asphalt Institute, New York; A. E. O’Brien, 
secretary, Associated Pennsylvania Constructors, Harrisburg, Pa.; N. L. 
Teer, contractor, Durham, N. C. 


Joint Truck Cartage Arrangements 


Arrangements for the handling of pick-ups and deliveries 
in the same locality of several road-haul carriers by a single 
carter are “in the public interest” provided ‘‘the circumstances 
of the particular case are such that a joint service would be 
more economical,” says an informal opinion of W. Y. Blanning, 
director of the Commission’s motor carrier bureau, rendered 
at the request of F. C. Hefferen of the legal department of the 
Central States Motor Freight Bureau. Where such arrange- 
ments are made at the request of the receiver, however, they 
may contain “possibilities of undue discrimination, preference, 
depletion of carriers’ revenue and undesirable interference 
with the managerial functions,” the opinion says. 


The Central Bureau took the matter up with the motor 
carrier bureau at the request of a trucker member who alleged 
that a large shipper-receiver had asked the truck operator to 
sign a power of attorney designating a carter of the shipper- 
receiver’s choice as the trucker’s agent in picking up and de- 
livering shipments. The power of attorney as submitted to the 
trucker for signature, he alleged, carried a clause asserting 
that it could be revoked only after at least fifteen days’ notice. 
Unless the trucker signed such a power of attorney, he asserted, 
the shipper-receiver threatened to refuse “to honor routing via 
that particular line-haul carrier.” 


In his informal opinion, Mr. Blanning said that, while the 
shipper was within his rights in requiring evidence from the 
carter of his legal authority to receive freight, collect money 
and executive bills of lading on behalf of the line-haul carrier, 
and while this evidence might “well be in the form of a power 
of attorney,” the fifteen-day revocation clause appeared to be 
“foreign to this purpose.” In effect, he said, it would “inhibit 
the line-haul carrier’s free choice in selecting his agent, not- 
withstanding his complete responsibility for the acts of the 
local carrier.” A carter might prove irresponsible, he con- 
tinued, but the line-haul trucker would, under the clause, be 
“compelled to use him for at least fifteen days” and make 
good to the shipper “all the results of the local carriers’ de- 
faults and misconduct.” 

Where concentration of the pick-up and delivery function 
of several road-haul truckers in the hands of a single local 
carter resulted in economies for the road-haul truckers, the 
opinion continued, it was justified; but the arrangement ought 
not be made, at extra expense to the road-haul carrier, merely 
to “compensate for the shippers’ disability” to load and unload 
promptly. In such cases, “it would seem logical for the shipper 
either to perform its collection and delivery service with its own 
vehicles or to employ some local carrier to perform that serv- 
ice for it,” it says, pointing out that, in either case, the shipper 
would be entitled to the pick-up and delivery allowances pro- 
vided in the tariff. For the road-haul trucker, however, to 
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make an arrangement with a carter at the shipper’s convep. 
ience, where the cost of cartage might exceed the tariff allow. 
ance, “would seem to be a concession granted to compensate 
for the disability” of the shipper. However, the opinion cop. 
tinues, “it is not necessary that a special arrangement involye 
an outlay of money by the carrier before it can be considereqf @ 
a preference.” Any concession extended to one shipper ang spec 
not to others under similar conditions “appears to be within the val 
prohibition of the act.” ple 
Aside from those considerations, the opinion says, public frei 
interest demands that “the employment of an individual or§ will 
joint collection and delivery carrier should be wholly in the 12 
hands of the line-haul carriers, without any coercion from any§ "8 
shipper.” On the matter of efficiency, the opinion says: , 





que 
Whether it is more efficient for each carrier to perform his ow) or | 
service depends upon the particular situation. In addition, there arige§ tion 
questions whether it is desirable for the carrier to entrust to somg— 
other person the performance of such services as the collection gf 4¢P' 
money, the signing of bills of lading, the taking up of order notifyf 
ladings, the making of notations regarding shortage or damage, th} %@ 
determination and adjustment of loss and damage between the line 
haul carrier and the collection and delivery carrier, etc. These ar T 
so vital to the carrier’s interest that I think that he is entitled 4 
decide whether he shall employ and authorize another agency to per 
form them and that sound principles of regulation require that hj 
decision be interferéd with in no respect. 


U. S. RUBBER TIRE MAINTENANCE PROGRAM | 

The United States Rubber Company has intensified th 
promotion of its transportation maintenance program, in opera} "%" 
tion for about a year, in order to assist truck operators ani 
the country over the “last hump” of the tire shortage. Th 
plan provides for an inspector from a U. S. Rubber Compan; 
distributor to inspect tires and tubes of the trucker’s flee ' 
either at the trucker’s garage or the distributor’s shop. Th 
inspector makes written reports on the condition of the tire 
and tubes and certifies the need for new tires, tubes, ani 
recapping. He also gives the trucker, on request, forms use 
in complying with monthly report orders of the O. D. T,; 
truck tire inflation chart, a heavy service tire manual, tir 
mileage record cards, and other informational and promotiond 
material. The latter includes pamphlets and posters. One ¢ 
the booklets cites case histories, among which there is ow 
showing that the fleet operator, by proper tire maintenane 
increased the mileage of his tires before discarding fron 
26,089 miles in 1940 to 38,377 miles in 1941. Such increases in 
tire efficiency are exceptions rather than the rule, it says, but 
comparable truck tire service would “tremendously extend the 
useful life of our crude rubber stock pile.” 


EXPRESS HIGHWAY BILL 


Senator McClellan, of Arkansas, has introduced S. 1079, 
directing the federal works administrator, through the commis. 
sioner of the Public Roads Administration, to make a survey 
of the need for a system of express highways throughout the 
United States, the routes they should follow and the approx- 
imate cost of construction, and submit a report within six 
months after date of enactment of the bill. The measure was 
referred to the Senate committee on post offices and post 
roads. A companion bill, H. R. 2615, has been introduced by 
Representative Randolph, of West Virginia. 
















RAIL FINANCIAL DATA 


At the end of February, 1943, Class I railroads, exclusive 
of switching and terminal companies, had total current asset 
of $3,406,928,088, including $1,055,752,249 in cash, as compare 
with $1,962,852,198, including $746,705,113 in cash, at the em 
of February, 1942, according to a statement No. M-125, s¢ 
lected income and balance sheet items of those roads, pit 
pared by the Commission’s Bureau of Transport Economic 
and Statistics. 

The statement showed that $125,958,650 of funded deb 
would mature within six months from Feb. 28, 1943. Thi 
compared with funded debt of $99,711,707 matured in the com 
parable period of last year. . 

Total current liabilities stood at $2,037,545,623 at the endpii) 
of February, 1943, as against $1,095,621,421 at the end of Feb fini, 
ruary, 1942. Included in the current liabilities was accrue 
tax liability of $1,160,009,172 at the end of February, 1943, ® 
against $371,283,317 at the end of February, 1942. U. S. & finiss 
ernment taxes accounted for $1,032,870,142 of the accrued@y 
liability at the end of February, 1943, as against $255,285,5+ [sout 
at the end of February, 1942. ing |] 


ee tloy 

PACIFIC CAR DEMURRAGE ~~ 

The report of the Pacific Car Demurrage Bureau [thro 
February, 1943, shows that 38,504 cars were held overtilltbills 
a percentage of 12.8, as compared with 26,403 cars held ov fproh 
time in February, 1942, a percentage of 9.79. load 
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mpensite} Questions and Answers 

ant involve In this column will be answered questions of both legal and 
onsidered practical nature that confront persons dealing with traffic. A 
IPPer andy specialist on interstate commerce law, who is a member of our spe- 
within the} cial service department, will give his opinion in answer to any sim- 

ple question relating to the law of interstate transportation of 
YS, public freight. The same man, with long experience and wide knowledge, 
ividual org will answer questions relating to practical traffic problems. We do 
lly in the not desire to take the place of the traffic man but to help him in 
is work. 

from any - The right is reserved to refuse to answer in this column any 
AYS: question, legal or traffic, that it may appear to us unwise to answer 
rm his ow °F that involves a situation too complex for the kind of investiga- 
there arises tion herein contemplated. ; If a more comprehensive answer to @ 
ist to pe question is desired than is thought proper for this column, the 
ollection gif department will answer it by letter for a reasonable charge. 
order notify No attention will be paid to anonymous communications or 
jamage the questions from nonsubscribers. 
on th e line Address Questions and Answers Department, 

These ar: Traffic Service Corporation, Earle Building, Washington, D. C. 
entitled t 
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Tax on Transportation 

GRAM Michigan.—Question: Have you any information you can 
osifies a give us Which would help us to recapture the 3% Transporta- 


tion Tax on freight charges on inbound shipments of materials 
to be used in the manufacture of war material made for the 
United States Government on contracts made previous to De- 
cember 1942, which did not take into consideration this tax. 


Answer: Section 3475(a) of the Internal Revenue Code 
imposes a tax on the amount paid for the transportation of 
property. Section 3475(c) provides that the tax shall be paid 
by the person making the payment subject to the tax and col- 
lected by the person receiving such payment. Section 3475(b) 
exempts from tax amounts paid by the United States or any 
agency or instrumentality thereof. 


Hence, the tax does not apply to transportation charges 
paid directly to a carrier by the United States or an agency 
or instrumentality thereof. The tax applies, however, to trans- 
portation charges paid by other persons, irrespective of whether 
such persons may be reimbursed by the Government. 


Accordingly, freight charges paid to carriers by shippers 
for the transportation of property representing the inbound 
shipments referred to are subject to the tax, even though such 
shipments are consigned to a governmental agency ultimately 
interested in the property transported, and although reim- 
bursement may be made to the shipper by the governmental 
agency for the freight charges paid by the shipper. The fact 
that the contracts held by the manufacturers may be dated 
prior to the date the tax becomes effective is immaterial. 


_ Furthermore, under the circumstances described, the tax 
is properly payable to the carriers by the shippers, collectible 
fom them by the carriers, and returnable by the carriers to a 
cllector of internal revenue, and there would be no basis for 
the refund to the shippers of the tax properly paid by them. 


Tariff Interpretation—Application of Rule 13 of National 
Motor Freight Classification 

Ohio.—Question: We will appreciate your comments on 
the following: 7 
_ Rule 13 of the National Motor Freight Classification pro- 
Vides that volume ratings apply only when a volume of freight 
is shipped from one point in one day by one shipper, “on one 
bill of lading,” for delivery to one consignee at one destination. 

_ We have experienced the necessity of consigning two ma- 
chines aggregating a truck load. Because of accounting con- 
venience for the government agencies one of the machines 
must be forwarded on a government lading and one on a com- 
mercial lading. 

We believe we fulfill the obligation to comply with Rule 
Fi 3, Section 3, by forwarding the machines on one commercial 
23 at the ob ill of lading. ‘Then, after delivery is accomplished, to con- 
e end of Fel fienience the accounting, we can cancel the original billing and 

ronvert one of the machines to the government document. 
"I. Answer: We are unable to locate a decision of the Com- 
sion in which this question has been considered. 

Oowever, in its decision in Exposition Cotton Mills vs. 
Southern Ry. Co., 234 I. C. C. 441, the Commission in consider- 
ing Rule 14, Section 1, of the Consolidated Freight Classifica- 
lon, states that carriers only can issue freight bills, and the 
fo ack Amendment specifically requires that they issue 

Bureau “through bills of lading; that the duty of issuing appropriate 
eld overtim tills of lading rests on the carriers, and it is they who are 
ars held 0V'}itohibited from issuing more than one bill of lading on a car- 
ad shipment by Rule 14; that the fact that it is not uncom- 
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mon for shippers to prepare bills of lading for execution by 
the carriers’ agents does not relieve them of those duties. 

The issue in the above referred to case was as to whether 
carload or less than carload rates were applicable, in view of 
the fact that the shipper made three or four bills of lading for 
each car loaded. The Commission held that the determination 
of the applicable rate did not depend upon what the shipper 
did but what the carrier should have done, namely, issued one 
bill of lading for each car. 

It seems apparent from the statement of the Commission 
in this case that the duty of issuing bills of lading rests on the 
carrier. Your company cannot cancel the original bill of lad- 
ing and issue two bills of lading in place thereof if the result 
would in any way effect the application of the proper charges 
on the shipment. 

However, if what you propose to do will have no bearing 
upon the determination of the applicable rate and is only a 
matter of accounting, there does not appear to be any prohibi- 
tion against such action on your part. 


Parcel Post Shipments—Liability for Loss or Injury Therto 


lowa.—Question: A shipment via parcel post was not in- 
sured. Due to a railroad accident, the shipment was damaged 
completely. 

Kindly advise whether the railroad can be held respon- 
sible. Full information will be greatly appreciated. 


Answer: When shipments are tendered to the United States 
Government for transportation by parcel post, there is no 
privity, no relation of bailor and bailee between the party 
tendering the shipment for movement by parcel post and a 
carrier by rail. 


The rail carrier is, we understand, responsible only to the 
government, which in turn is responsible to the sender only to 
the extent provided by law, that is, for insured packages. 


Diversion of Motor Carrier Shipments Under General Order 
0. D. T. No. 3 Revised 


Georgia.—Question: My attention has been called to ydur 
answers to Alabama on page 766 of the Traffic World for 
March 27, 1943. 


I cannot agree with the conclusions reached by you for 
the following reasons: 


The shipper delivered the shipment to Avery Freight Lines, 
Ine., routed Avery Freight Lines, Inc., care Silver Fleet Motor 
Express, and the rate over that route would be subject to 
third class as a minimum in accordance with Item 14050-B, 
Supplement 46 to Central and Southern Motor Freight Tariff 
Association Tariff 1-B, MF-ICC 58 and the fact that it was 
diverted under O.D.T. Order No. 3 does not in any way, enter 
into the proper rating. Now if the shipment had been ten- 
dered to another carrier in Mobile with a route over which it 
would have been possible to protect the rate of $1.06 and 
diverted to Avery Freight Lines, Inc., under the provisions 
of O.D.T. No. 3 Revised, we would agree with you. 


Answer: We agree with you that the rate of $1.64 is the 
rate applicable on the shipment if the cheapest joint through 
rate to which the initial carrier, the Avery Freight Lines, is 
a party is the $1.64 rate. 

If, however, the Avery Freight Lines is a party to a 
cheaper joint through rate, under the decision in Hausman 
Steel Co. vs. Seaboard Freight Lines, Inc., 32 M. C. C. 31, 
the shipment was originally misrouted and the cheaper rate, 
we believe, must be applied. 

See our answer to Ohio, on page 391 of the February 13, 
1943, Traffic World, under the caption “Routing and Mis- 
routing—Refund of Motor Carrier Overcharge.” 


Tariff Interpretation—Routing 


Pennsylvania.—Question: In December, 1940, we made 
several shipments of tank car loads of gasoline from Pitts- 
burgh, Pennsylvania, originating on the P. R. R., to St. Clairs- 
ville, Ohio, for delivery on the B. & O. Railroad. 

The rate for these shipments is found in Central Freight 
Association Freight Tariff 203-O, I. C. C. 3479, which names 
a rate of 8c per cwt. The tariff at time of movement did not 
provide, in connection with the rate, any route via the Penn- 
sylvania Railroad, and therefore it is our contention that in 
referring to page 531 Routing Instructions, Part 2 (Joint Move- 
ments), we are permitted the use of Pennsylvania Railroad 
Routing Guide Tariff 410-B, I. C. C. 2050. The Pennsylvania 
Railroad contends that we cannot use their Routing Guide 
Tariff 410-B, I. C. C. 2050, because there are specific routes 
named in I. C. C. 3479. ; , 

Will you please advise your opinion in the use of Penn- 
sylvania Railroad Routing Guide 410-B, I. C. C. 2050, in con- 
nection with the rate above referred to? ; 

Answer: In our opinion the use of the P. R. R. Routing 
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Guide is authorized by the routing instructions on page 521, 
under the provisions of Part 2, reading as follows: 


PART 2 (JOINT MOVEMENTS) 
Column 1 


On Traffic from Stations on 
Pennsylvania R. R. 


Column 2 
Delivered by Originating Carrier to 
See Routing Guide 

Column 3 

Except as otherwise provided herein, or as specifically provided in 
individual rate items or in connection with individual rates, the rates 
named herein will apply for joint movement (over two or more Car- 
riers) only via the route or routes of the carriers parties to this tariff, 
specified in routing guides listed below, supplements thereto or subse- 
quent issues thereof. 


The fact that by Supplement 23 to the tariff referred 
to routes 2742 and 2790 are provided for the Pennsylvania 
R. R. does not, in our opinion, prevent the use of the P. R, R. 
Routing Guide, as the routes added by Supp. 23 fall within 
the proviso of Column 3, reading, “Except as otherwise pro- 
vided herein * * *,” 


Rates—Export Versus Domestic 


With reference to our answer to Arkansas, on page 939 
of the April 17, 1943, Traffic World, under the above caption, 
see the decision of the Commission in M’Clung vs. Seaboard 
A. L. Ry. Co., 136 I. C. C. 347, the principle of which is 
specifically applicable to the facts in the question. 

In this case the Commission said: 


When the shipments moved a basing rate of 14 cents was in effect 
from Jacksonville to Tampa on bananas moving interstate to Jackson- 
ville by rail. A rate of 24.5 was also in effect at that time on bananas 
between the same points, applicable on interstate traffic other than that 
moving under the 14-cent rate. Prior to February 1, 1926, the 24.5-cent 
rate was applicable on import shipments in the absence of a specific 
import rate. On that date the 60-cent rate was specifically established 
on import traffic. Complainant contends that, as the import tariff did 
not by its terms specifically cancel the 24.5-cent rate, that rate remained 
applicable on import shipments. This contention cannot be sustained. 
A rate established to apply specifically on import shipments does not 
conflict with a rate which would be applicable in the absence of the 
specific import rate. The 60-cent rate was applicable on these ship- 
ments. The 24.5-cent rate was cancelled October 13, 1926. 


Delivery by Carrier—Effect of “Clear” Receipt Given by 
Consignee 


Connecticut.—Question: We are writing to find out 
whether there is any ruling on the following matter: 

Shipments of electrical storage batteries in cartons are 
shipped less than carload or via motor truck transportation to 
various consignees. These consignees have been receiving the 
batteries and signing for them as being received in perfect 
condition. At a later date, claims are made on the shipper for 
damages to the batteries, caused by the transportation com- 
pany but which was not noticed at time of delivery to the 
consignee. 

We would like to know whether there has been any ruling 
made whereby the consignee can receive shipments of electrical 
storage batteries on a clear bill of lading and then enter claim 
for concealed damage. 

Answer: In Mears vs. Railroad Company (Conn.), 52 Atl. 
610, it was held that a “clear” receipt by a consignee is a 
mere piece of evidence, and does not preclude him from after- 
wards proving the goods were in fact damaged when received 
from the carrier. 

This ruling is similar to that under which the carrier may 
show that notwithstanding the statement in the bill of lading 
that a certain amount of freight was received for transporta- 
tion or that the freight was in good order at the time of its 
delivery to the carrier, the amount stated in the bill of lading 
was not in fact received or that the freight was not in good 
order when tendered to the carrier for transportation. 

In our opinion, the consignee is not precluded from show- 
ing that the goods were found to be in an injured condition, 
notwithstanding the clear receipt given the carrier. 

See, in this connection, our answer to Indiana, on page 
512 of the February 26, 1938, Traffic World, under the caption 
“Liability of Carrier for Concealed Loss or Damage.” 


Damages—Measure of—Goods Transported to Shippers’ 
Warehouse 


Indiana.—Question: We will be very pleased to have you 
advise of any rulings that will aid us in clarifying the follow- 
ing situation: 

The question arises whether or not a chain operated com- 
pany has the legal right, when filing a claim for loss or 
damage, to accompany such claim with their interwarehouse 
invoice, rather than that of the actual manufacturers’ invoice. 
It is their contention that when merchandise is transferred 
from one warehouse to another, it is the same as purchasing 
from an outside firm and the prices are billed accordingly. 


TRAFFIC WoRLp 


This, in view of the fact that the same identical merchandise 
can be purchased from their local store at the same price for 
which their claims are based. 


Your opinion in this matter will be appreciated. 

Answer: In the McCaull-Dinsmore case, 253 U. §. 97 
40 S. Ct. 504, the Supreme Court of the United States hejq 
that the provisions formerly carried in the carrier’s bill of Jaq. 
ing, which provided that the amount of any loss or damage 
for which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment 
including freight charges, if paid, to be a limitation upon the 
carrier’s liability, and therefore contrary to the Cummins 
Amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of contract of car. 
riage, which loss is what the shipper would have had if the 
contract had been performed. The plaintiff in the case was 
the consignor, a shipper of grain. 


In the Crail case, 281 U. S. 57, 50 S. Ct. 180, the plaintig 
was the consignee, a retailer of coal. The court in this cage 
citing its decision in the McCaull-Dinsmore case, said: 


By the Cummins Amendment the holder of a bill of lading issyeq 
for an interstate shipment is entitled to recover for failure to make 
delivery of any part of the shipment, without legal excuse, ‘‘the fy 
actual loss, damage or injury to such property’”’ at point of destination 
Chicago, etc., Ry. Co. vs. McCaull-Dinsmore Co., 253 U. S. 97. 


The court in effect held that as the coal which was the 
subject of the claim for damages was to be placed in stock ani 
it was not necessary for the dealer to purchase coal at retail 
at destination to fulfill a contract of sale, the wholesale price 
of coal at destination, plus freight charges from origin t 
destination was the measure of damages. 


With respect to goods which are transported to warehouse 
of the shipper, there are no decisions of which we are aware, 
in which either the Supreme Court of the United States or the 
state courts have determined the question of the measure of 
damages. 


The rules for measuring the amount of the carrier’s lia. 
bility for loss of or injury to goods in transit, as ordinarily 
stated, is that the owner is entitled to recover, in case of injury 
thereto, the difference between the market value of the goods 
at point of destination at the time of arrival in the condition 
in which delivered, and their market value if they had bee 
delivered in good condition; and in case of loss thereof, the 
market value at point of destination at the time the good 
should have arrived in the usual course of transportation, from 
which amounts the freight charges, if unpaid, are to he 
deducted. 


With respect to the measure of damages where goods are 
placed in a warehouse as stock, obviously, the value of such 
goods at the warehouse is the basis of recovery. In several 
cases it has been held that, where a buyer brought suit for loss 
of part of a carload shipment, he was entitled only to the 
point of origin cost, plus freight, where by reason of having on 
hand a stock of such goods sufficient for immediate sales, it 
was not necessary for him to go into the market at point of 
destination and purchase at retail, goods sufficient to replace 
those lost or injured in transit by the carrier. See Smith vs. 
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N. Y. O. & W. R. R. Co. 191 N. Y. S. 52; Brown Coal Co. vs.fé 


Illinois Cent. R. R. Co., 192 N. W. 920. 


This principle would seem to be applicable in the instant 


case, i. e., that the amount of recovery should be limited to the 
value of the goods at point of origin, plus freight charges 
taking into consideration the fact that the goods at point d 
destination belong to the shipper. Under such a basis the 
amount of the recovery would be limited to the wholesal 
price, if any, or the cost of production, including overheat 
expenses, plus freight charges. 


Cc. M. F. A. CLAIM PREVENTION MANUAL 


The claim prevention section of the Central Motor Freigh' 
Association has prepared a manual for truck drivers contain 
ing suggestions and instructions designed to prevent loss and 
damage to the freight entrusted to them. It contains informa- 
tion about the proper way to handle freight on pick-ups, how 
properly to stow it in trucks and how to unload and deliver 1 
It pays considerable attention to the making out and handling 
of freight documents for the protection of the carrier, tl 
shipper and the consignee. It concludes with a series of 4 
“safety rules,” and several pages for drivers’ memoranda. The 
booklet is designed for carrying in the driver’s pocket. It wé 
written and produced under the direction of a committee col 
sisting of George E. Rockwood, Olson Transportation Cott 
pany; Mandel Korn, Cushman Motor Delivery Company; R. > 
Cozad, Riss and Company, and A. C. Hrubes, Interstate Dis 
patch, Inc. 
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Water Carrier Statistics 


Although there was comparatively little change in the ton- 
wge and number of passengers carried, Class A and Class B 
water carriers, subject to the Commission’s jurisdiction, for the 
var 1942 compared with the year 1941, suffered a decrease of 
“187 per cent in freight revenues and a decrease of 43.04 per 
eit in passenger revenues, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics of 
yenue and traffic of carriers by water for the year 1942, based 
on 136 quarterly reports, statement Q-650. 

The primary factor, as far as the decrease in freight reve- 
ques was concerned, was the loss of the higher rated “package” 
affic, it was said at the Commission, and that the decrease in 
passenger revenues was due to the predominance of short-trip 
passengers, largely on the rivers, as compared with the former 
ylume of coastwise passenger traffic on longer hauls. 

The compilation showed that the services of 21 carriers 
were suspended during 1942, due to the emergency, as compared 
with 9 suspensions in 1941. Two services were shown as sus- 
pended, with no date given. 

Total freight revenue for Class A and Class B carriers for 
1942 was shown as $66,645,628, as against $158,178,168 for 1941, 
and number of tons of revenue freight carried was shown as 
51,671,882, as compared with 63,491,489 in 1941. Passenger 
revenue was shown as $9,781,603 in 1942, and $17,173,233 in 
1941, the number of revenue passengers carried being 9,714,282 
and 9,512,054 for those years, respectively. 

The compilation listed Class A carriers as those having 
annual operating revenues of more than $500,000, and Class B 
carriers aS those having from $100,000 to $500,000 annually. 
Class A carriers, it showed, had freight revenues of $52,666,045 
in 1942, and $143,742,112 in 1941, a decrease of 63.36 per cent. 
They carried 34,286,513 tons of revenue freight in 1942 as 
against 46,026,228 in 1941. Class A carriers showed a decrease 
of 43.56 per cent in passenger revenues, dropping from $16,970,- 
013 in 1941 to $9,577,771 in 1942, while the number of revenue 
passengers carried in 1942 was 9,489,256, as against 9,208,320 
in 1941. 

The compilation showed Class B carriers as having total 
freight revenue of $13,979,583 in 1942 as against $14,436,056 in 
1941, a decrease of 3.16 per cent, while carrying 17,385,369 tons 
of revenue freight in 1942, as against 17,465,261 tons in 1941. 
Passenger revenues of Class B carriers increased three-tenths 
of one per cent, from $203,220 in 1941, to $203,832 in 1942. 
Number of revenue passengers carried dropped from 303,734 
in 1941, to 225,026 in 1942. 

For the fourth quarter of 1942, another compilation by the 
Commission showed that the Class A and Class B carriers had 
freight revenues totaling $14,261,068 as against $34,233,946 for 
the fourth quarter of 1941, a decrease of 58.34 per cent. Reve- 
nue tons carried fell from 15,680,053 to 12,084,740. Passenger 
revenues decreased from $1,712,141 to $1,360,477. Revenue pas- 
sngers carried increased from 1,523,464 to 1,990,999. 


Railroad Earnings 


Class I railroads of the United States in the three months 
ended March 31, 1943, had a net railway operating income, 
tefore interest and rentals, of $341,059,767 compared with 
{221,681,983 in the same period of 1942, according to reports 
fled by the carriers with the Bureau of Railway Economics 
of the Association of American Railroads. 

Those same railroads in the first three months of this year 
had an estimated net income, after interest and rentals, of 
$209,600,000 compared with $95,137,945 in the corresponding 
period of 1942, says the association, adding: 


In the twelve months ended March 31, 1943, the rate of return on 
property investment averaged 5.90 per cent compared with a rate of 
return of 3.83 per cent for the twelve months ended March 31, 1942. 

The earnings reported above as net railway operating income, 
represent the amount left after the payment of operating expnses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
he books of the railways including materials, supplies and cash. 

This compilation as to earnings for the three months of 1943 is 
jased on reports from all Class I railroads, representing a total of 
p29,605 miles. 

Total operating revenues in the three months of 1943 totaled $2,- 
91,164,289 compared with $1,483,477,396 in the same period in 1942, or 
Operating expenses in the three 
months of 1943, amounted to $1,282,103,531, compared with $1,036,586,797 
Inthe corresponding period of 1942, or an increase of 23.7 per cent. 

Class I railroads in the three months of 1943 paid $422,222,184 in 
faxes, compared with $188,573,161 in the same period in 1942. For 
the month of March alone, the tax bill of the Class I railroads amounted 
‘0 $161,808,023, an increase of $85,473,494 or one hundred twelve per 
‘ent above March, 1942. 

Twenty Class I railroads failed to earn interest and rentals in the 
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three months of 1943, of which nine were in the eastern district, two 
in the southern district, and nine in the western district. 

Class I railroads in March, 1943, had an estimated net income, after 
interest and rentals, of $84,900,000 compared with $46,887,970 in March, 
1942. Those same roads in March of this year, had a net railway 
operating income, before interest and rentals, of $129,647,038 compared 
with a net railway operating income of $90,571,693 in March, 1942. 

Operating revenues for the month of March totaled $756,250,563 
compared with $540,300,226 in March, 1942, while operating expenses 
totaled $449,440,079 compared with $360,152,483 in the same month in 
1942. 

Eastern District 


Class I railroads in the eastern district in the three months of this 
year had an estimated net income, after interest and rentals, of 
$77,500,000 compared with $41,082,500 in the same period last year. 

Those same roads in the three months of 1943 had a net railway 
operating income, before interest and rentals, of $129,199,605 compared 
with $88,633,599 in the same period in 1942. 

Operating revenues of the Class I railroads in the eastern district 
in the three months of 1943 totaled $929,020,207, an increase of 30.4 per 
cent compared with the same period in 1942, while operating expenses 
totaled $610,787,186, an increase of 19.7 per cent above 1942. 

Class I railroads in the eastern district for the month of March 
alone had an estimated net income, after interest and rentals of 
$31,500,000 compared with $23,390,122 in March, 1942. Net railway 
operating income, before interest and rentals, in March amounted to 
$48,888,770 compared with $38,757,806 in March, 1942. 

Class I railroads in the southern district in the three months of 
this year had an estimated net income, after interest and rentals, of 
$41,500,000 compared with $22,344,013 in the same period last year. 

Those same.roads in the three months of 1943 had a net railway 
operating income, before interest and rentals of $58,256,046 compared 
with $38,842,820 in the same period of 1942. 

Operating revenues of the Class I railroads in the southern district 
in the three months of 1943 totaled $320,387,787, an increase of 52.5 
per cent compared with the same period of 1942, while operating ex- 
penses totaled $176,861,364, an increase of 25.4 per cent above 1942. 

Class I railroads in the southern district for the month of March 
alone had an estimated net income, after interest and rentals of 
$15,500,000 compared with $10,198,207 in March, 1942. Net railway 
operating income, before interest and rentals, in March amounted to 
$21,457,850 compared with $16,099,311 in March, 1942. 


Western District 
Class I railroads in the western district in the three months of 
this year had an estimated net income, after interest and rentals of 
$90,600,000 compared with $31,711,432 in the same period last year. 
Those same roads in the three months of 1943 had a net railway 
operating income, before interest and rentals, of $153,604,116 compared 
with $94,205,564 in the same period in 1942. 
Operating revenues of the Class I railroads in the western district 
in the three months of 1943 totaled $841,756,295, an increase of 50.1 
per cent compared with the same period in 1942, while operating ex- 
penses totaled $494,454,981, an increase of 28.3 per cent above 1942. 
Class I railroads in the western district for the month of March 
alone had an estimated net income, after interest and rentals, of 
$37,900,000 compared with $13,299,641 in March, 1942. Net railway 
operating income, before interest and rentals, in March amounted to 
$59,300,418 compared with $35,714,576 in March, 1942. 


Florida Barge Canal 


The War Department subcommittee of the Senate appro- 
priations committee on May 4, by a 10 to 9 vote, decided to 
report the War Department civil functions appropriation bill 
containing a proposed item of $28,000,000 for construction of a 
barge canal across northern Florida. The subcommittee’s action 
was subject to further action by the full committee. 

In the committee print of the hearings on the War De- 
partment civil functions appropriate bill, H. R. 2346, made 
available by the subcommittee May 5, it was shown that, ac- 
cording to an estimate submitted to the subcommittee by Major 
General Reybold, chief of army engineers, $28,000,000 would be 
the amount required for the barge canal construction in the 
fiscal year ending June 30, 1944, if early action were taken 
to appropriate money for the project. The amount authorized 
for the Florida barge canal under terms of the Mansfield bill 
enacted in the summer of 1942 was $44,000,000. 

General Reybold estimated that two years would be re- 
quired for completion of the barge canal. Later, however, he 
told Senator Bridges, of New Hampshire, in the course of 
questioning, that it was “a reasonable possibility” that the 
canal might be completed somewhere within the period be- 
tween 10 months and two years, if there were not too many 
obstacles in connection with obtaining priorities and man- 
power. 

Major J. R. Parten, director of transportation of the 
Petroleum Administration for War, testified in opposition to 
the barge canal proposal, saying that “as a means of meeting 
the east coast petroleum requirements the Florida canal would 
be of no substantial value.” 

Senator Pepper, of Florida, stated at one of the subcom- 
mittee hearings that Colonel Thompson, member of the Texas 
Railroad Commission, had asserted that completion of the 
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Florida barge canal would have a favorable effect on freight 
rates affecting Texas. oe 

By a reported vote of 17 to 14 the Senate appropriations 
committee May 5 rejected the proposal to appropriate $28,000,- 
000 for construction of the barge canal. 

The Senate May 6 passed the War Department civil ap- 
propriation bill without amending it to carry an appropriation 
for the Florida barge canal project. No attempt was made by 
canal advocates to amend the measure, but, after it was passed, 
Senator Pepper, of Florida, and other senators engaged in dis- 
cussion of the project. 

As the House also had refused to appropriate for the proj- 
ect, the action in the Senate was final so far as the War De- 
partment bill was concerned. 


MONEY FOR RIVERS AND HARBORS 
The Senate appropriations committee has reported to the 
Senate H. R. 2346, the War Department civil functions appro- 
priation bill, carrying $35,700,000 for river and harbor work 
for the fiscal year beginning July 1. 


Oo. P. A. AND STEAMSHIP FEES 


Charges and fees for pilotage and services of steamship 
agents have been exempted from price control by the Office 
of Price Administration, which says: 

Most ocean-going traffic into and out of ports in the United 
States, consists of vessels operated by the War Shipping Admin- 
istration. The latter agency has made its own contracts for 
pilotage and the services of steamship agents in various ports. 

These services are so varied and performed under such 
different conditions that price regulation would be impractical. 
Accordingly, in order not to interfere with the vital commerce 
involved, the exemption has been made. It is contained in 
amendment 20 to revised supplementary regulation 11 to the 
general maximum price regulation, effective May 8. 


BLAND ON FOREIGN-TRADE ZONE 


Representative Bland, of Virginia, chairman of the House 
merchant marine committee, said May 4 that he had suggested 
to the governor and the state port authority of Virginia, as 
well as to the municipalities in the Hampton Roads area, in- 
cluding Norfolk, Portsmouth and Newport News, Va., that they 
consider and study the matter of establishing a foreign-trade 
zone in the Hampton Roads area. He said he had sent copies 
of the annual report of the Foreign Tade Zones Board for the 
fiscal year ended June 30, 1942, to the officials of the state and 
local government units named. 


INSURANCE RULING 

The War Shipping Administration has issued supplement 
No. 1 to its wartime insurance instructions No. 6, specifying 
that seamen’s insurance provided or assumed by the W. S. A. 
was outlined in those instructions is applicable to all U. S. 
flag vessels under time or bareboat charter to the W. S. A., 
but that, with respect to foreign flag vessels so chartered by the 
W. S. A. the insurance is applicable only in those cases in which 
the “second seamen’s war risk policy” has hitherto applied. 


W. S. A. 


W. S. A. RATE ORDERS 


Rates and surcharges for transportation of bulk petroleum 
and petroleum products in tankers of over 3,000 gross tons, 
operated for its account, from specified Caribbean ports to 
Pernambuco, Bahia and Rio de Janeiro, Brazil, have been 
authorized by the War Shipping Administration in its rate 
advice No. 51, effective April 30. 

By its rate advice No. 52, the W. S. A. has authorized a 
rate of $6.89 a long ton and a surcharge of 166 per cent for 
transportation of bulk petroleum and petroleum products in 
vessels described in rate advice No. 51, with respect to cargoes 
on which loading is performed jointly at Aruba, Netherlands 
West Indies, and Trinidad, British West Indies, with discharge 
at Rio de Janeiro and Santos, Brazil, effective April 30. 


W. F. A., W. P. B. AND CONTAINERS 


Under an agreement between the War Food Administration 
and the War Production Board, announced by the latter, the 
W. F. A. will assign to the W. P. B. containers division one or 
more consultants in connection with the W. P. B. conservation, 
limitation and preference rating orders dealing with the pack- 
aging of food, including, among others, the following: 


M-221, textile and paper shipping bags; M-255, new steel shipping 
drums; L-197, steel drums; L-232, wood containers for fresh fruits and 
vegetables; L-239, folding and setup boxes; P-140, wood and fiber ship- 
ping containers, and M-200, fluid milk cans. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies §, 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be gn 
of value. THE TraFFIC WorRLD goes to press in Chicago Friday oft 
each week. News of coming or past events, such as meetings, din. 
ners and election of officers, is desired. If publicity is looked for jt 
should be made the duty of someone in the club to keep us ade. pe 
quately and promptly informed.—Editor THE TRAFFIC WokrLp, 





The Traffic Club of Minneapolis held its annual electig, 
of directors members May 3. Those elected are: Mare s 
Glover, general agent, Frisco Lines; J. P. Roddy, assistay 
general freight agent, Northern Pacific; Clifford L. Elsie, tra 
fic manager, Loose-Wiles Biscuit Company; Conrad M. Rig 
traffic manager, Northern Oats Company. They will serve fy 
three years. Election of officers will be held at the anny 
meeting May 17. The annual May Day luncheon, sponsors 
by the Twin City Women’s Traffic Club, was held May 6. Mr 
Arthur W. Lilly, American Red Cross, Hudson, Wis., spoke 
“Hi, Neighbor!” 





At a meeting of the Junior Traffic Club of Metropolity 
St. Louis, May 5, members debated the question of whethg 
or not the interstate commerce act should be amended to pn 
vide for a national uniform classification and rate structure a) 
proposed by the federal board of investigation and resean 
in its report to Congress March 30. P. T. Brislane, Spring | 
meier Shipping Company, and Irvin S. Rubin, Charles Meyewj) 
Manufacturing Company, took the affirmative, and Robert (§) 
Hoffman, Jr., James R. Kearney Corporation, and Ray Lewis 
Frisco Lines, took the negative. The sound film ‘More Pr 
cious than Gold” was shown by arrangement with the Sheffiej 
Steel Corporation. The annual spring dance will be held My 
22 at the Imperial Ballroom. 



















The Motor City Traffic Club of Detroit will hold its sprig 
stag party at the Harmonie Society May 17. Clarence Shrade 
U. S. Truck Company, is chairman of the entertainment con 
mittee, in charge of arrangements. 


The Omaha, Neb., Traffic Club will hold its annual Maj 
golf party at the Happy Hollow Club May 20. There will b 
a luncheon. 





and tk 





At a meeting of the Junior Traffic Club of Chicago, May 6 P. 


Philip R. Davis, director, speakers bureau, Illinois Council 0 =s 
Defense, spoke on “The Propaganda Front.” A sound film 0 oad 


military action at Wake Island was shown by arrangemen 
with Paul Wolf, public relations office, U. S. Navy. New chair 
men of the club’s standing committees are: Air and express 
M. T. Brockman; army and navy, T. J. Green; auditing, A.B 
Cuppage; bowling, Frank Lambert; claim and shipping docu 
ments, C. R. Cunningham; educational, Frank E. Quick; em 
ployment; Sidney Diephouse; golf, Harold E. Foreman, Jr.j 
legal and legislative, Paul J. Maguire, Jr.; membership, Mt 
Hilton; motor transportation, Roger M. Luken; pastimes, Ceti 
Baker; program, J. A. Burkley; publicity, Adolph Halvorsen 
rail transportation, Roy L. Wyatt; reception, C. E. Hoople 
visiting, Ralph C. Kintz; water transportation, Abe J. Kim 
mell. Joe Lyons has been appointed editor of the month 
magazine, Traffic Topics. 
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The Women’s Traffic Club of Greater New York will ho 
a dinner meeting May 11. Mothers of the members will | 
guests of honor. There will be a program of music, and é 
tertainment by dancers from the Murray Dancing Academ! 
Phyllis Barten is in charge of hte entertainment progfé 
Marie L. Miller, president, will preside. 





ing y 








The Reading, Pa., Traffic Club, in cooperation with tl? 
Reading Chamber of Commerce, the Atlantic States Shipp 
Advisory Board, and a Berks County, Pa., committee on p 
fect shipping, held a perfect shipping month meeting recent! 
C. J. Fagg, vice-chairman for the Atlantic States Board, spokt 












Fred A. Doebber, general traffic manager, Citizens 6 
and Coke Utility Company, Indianapolis, Ind., and _presidet 
Associated Traffic Clubs of America, spoke on wartime tral 
portation problems at a meeting of the Fort Wayne, It 
Transportation Club April 29. Carl H. Bartels, traffic manage 
S. F. Bowser and Company, and chairman of the club’s met 
bership committee, has been appointed instructor for tra 

















anagement classes to begin, May 10, at the Ft. Wayne exten- 
on of Indiana University. 








ys 


The Traffic Club of Baltimore held a smoker at the Pythian 
gstle May 4. There was a program of entertainment. 





nt and nt} The Women’s Traffic Club of Philadelphia will celebrate 
"ly. Copies He ninth birthday at a dinner meeting May 11. J. Hartzell, 
— wef neral foreign freight agent, Baltimore and Ohio, will speak. 
Freee .° fe nominating committee will submit its report. 
j 6 ; 
shen ia" Col. C. J. Otjen, sixth service command, U. S. Army, will 
ep us ade §geak at a luncheon meeting of the Milwaukee Traffic Club 








ORLD, ay +i. 
al electi The Traffic Club of Newark, N. J., held a forum meeting 
; Mare rn r discussion of “America’s Place in World Trade Tomorrow” 


, assistang May, 3- Following the forum meeting, William H. Kelgard, 
Elsie, traf pesident, Transit, Inc., Washington, D. C., spoke on “War 
i M. Rid Nansport—Streamlined” at the regular monthly meeting. A 
1 serve fof gif outing was held at the Suburban Golf Club May 6. The 
the anny anual dinner dance will be held May 15. 

sponsorej : 
a 6 ua At a luncheon meeting of the Los Angeles Transportation 
., Spoke off Club, May 3, the sound film “Unfinished Rainbows” was shown 

by arrangement with the Aluminum Company of America. 





























[ ite Robert E. Chell, new president of the Central Ohio Traffic 
m3 — _.... ,.., Club, was born and reared in Phila- 
ded to png ™ delphia, Pa. His first work in trans- 
tructure afl | portation was with the Reading Rail- 
1d researc road, in its auditing department at 
ne, Spring 9 Philadelphia, where he began in 1914. 
rles Meyeng§ F Three years later he resigned to be- 
| Robert (i! come chief clerk in the Philadelphia 
Ray Lewil off-line office of the Central Railroad 
“More P of New Jersey. Following service in 


he Sheffiel 


the Army in the first world war, he 
e held My 


entered the joint service of the Read- 
ing and Central New Jersey and, 
shortly thereafter, was made soliciting 
freight agent. In 1936 he was promoted 
to be traveling freight agent for the 
Reading-Central New Jersey at Cleve- 
land, O., the position he now holds. 
In addition to his interest in the Cen- 
tral Ohio Traffic Club he is an acitve 


member of the Canton Traffic Club 
and the Columbus Transportation Club. 
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Past presidents and honorary members of the Transporta- 
tion Club of Springfield, Ill., will be guests of honor at the 
dub’s monthly meeting May 13. Dinner will be served. C. P. 
Burris, an honorary member, and retired representative of the 


Baltimore and Ohio, will speak on the history and achievements 
of the club. 
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_ Dr. J. R. Olson, lecturer and newspaper writer, Milwau- 
kee, Wis., gave an illustrated talk on “Scenic and Historic 
America” at a luncheon meeting of the Transportation Club of 
St. Paul, Minn., May 4. E. N. Phelps was chairman. 





At a dinner meeting of the Oakland, Calif., Foreign Trade 
and Harbor Club, May 6, Ira C. Lee, head of the Chinese staff, 
Anglo California National Bank of San Francisco, spoke on 
‘China’s Role in the War, and Post-War Trade Relations.” 
R. Tuggy and W. G. Perker, members of the club, spoke on 


§ “Mexico” “ i ” i 
rk will ho ico” and “Foreign Trade Developments,” respectively. 
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The York, Pa., Traffic Club will hold a dinner meeting, 
May 13, at which Dr. J. P. Paul will speak on “Timely Current 


Subjects.” There will be a program of music. The annual out- 
Ing will be held June 17. 





on with th4 
ites Shippels 
ittee on pf 
ing recent} 
3oard, spoke 


_ The Traffic Study Club of Akron, O., will hold its annual 
dinner and election May 17. Ted V. Rodgers, president, Ameri- 
tan Trucking Associations, Inc., Washington, D. C., will speak. 

€ nominating committee, J. F. Clements, chairman, has 

named the folowing candidates for office: For president, J. W. 
Babneu, Batimore and Ohio; first vice-president, J. L. Mc- 
Cauley, Seiberling Latex Company, and H. L. Kauffman, Good- 
year Tire and Rubber Company; second vice-president, R. B. 
Dorsett, All States Freight, Inc., and M. J. Zimmerman, Freight, 

c.; secretary-treasurer, E. E. Buteau, Firestone Tire and Rub- 
ber Company; members, board of directors, six to be elected; 
W. F. Henry, Akron, Canton and Youngstown Railway; L. B. 
Hine, Erie Railroad; D. R. Taylor, Baltimore and Ohio; H. M. 
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Blunt, Pennsylvania Railroad; E. A. O’Hara, Dixie Ohio Ex- 
press; J. F. Chambers, Roberts Freight Line; H. V. Kreider, 
Motor Cargo; P. M. Thomas, All States Freight, Inc.; J. L. 
Barrett, B. F. Goodrich Company; C. W. Gilhooly, Mohawk 
Rubber Company; C. J. Benson, Firestone Tire and Rubber 
Company; D. L. Romig, Pittsburgh Plate and Glass Company. 





The Miami Valley Traffic Club will hold a dinner meeting 
at the Dayton-Biltmore Hotel, Dayton, O., May 11. The Rev. 
Harvey C. Hahn, Otterbein United Brethren Church, will speak 
on “Watch Your Melons.” 





David Taylor, former major in the British army, will speak 
on “North Africa” at a luncheon meeting of the Los Angeles 
Transportation Club May 10. Harry Creemens, general man- 


ager, Los Angeles Warehouse Company, will be chairman for 
the day. 


M. C. SHIP CONTRACTS 


The Maritime Commission has announced the award of 
contracts to the New England Shipbuilding Corporation, South 
Portland, Me., for the construction of 37 Liberty ships, 18 to 
be delivered by the end of this year and the remaining 19 in 
1944. The commission stated that the corporation was formerly 
operated under the name of the South Portland Shipbuilding 
Corporation, adding that a change of management was recently 
effected to speed up production at the yard. 





CALIFORNIA FRUIT QUARANTINE 
The Post Office Department has notified postmasters that, 
under plant quarantine and regulations issued by the state of 
California, the shipment into that state of apples, cherries, 


grapefruit, nectarines, oranges, peaches, pears, plums or quince 
is entirely prohibited. 


G. S. & F. NOTE 
By an order in Finance No. 14165, Georgia, Southern & 
Florida Railway Co. Note, the Commission, division 4, has, 
on petition of the applicant, dismissed its application to issue 
an unsecured promissory note for $1,000,000. 


For Your Traffic Library 


These manuals, published by THE TRAFFIC WORLD, 
cover many phases of traffic management, both funda- 
mentals and technical aspects. They are written by recog- 
nized authorities in the field and should be read and kept 
for handy reference by every traffic man. 


Industrial Traffic Management 


By G. Lioyd Wilson (2 volumes, cloth bound, 
ee GID s on. 00000026005 Two volumes, price $3.00 


Railroad Organization, Uperation and Traffic 
By GB, EA Wee so 06.0000.00 0002000004 Price 50 cents 


+ 

' 

' 

' 

' 

' 

‘ 

‘ 

' 

' 

' 

| 

2 

‘ 

‘ 

| 

' 

1 

‘ 

t 

' 

H 

' 

‘ 

t 

‘ 

H 

H Air Transportation 

\ By G. Lioyd WSO. ......cccccscccces Price 50 cents 
; Motor Freight Transportation and Regulation 
; By G. Lloyd Wilson............+6.. Cloth bound $1.50 
' Principles of Water Transportation 
' By G. Lioyd Wilson.......ccccccccccces Price 50 cents 
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Principles of Freight Traffic 
By G. Lioyd WHBOR.....ccccccccces Cloth bound $1.50 


Public Warehouses in Distribution 
By John H. Frederick. ........cccccces Price 50 cents 


Selling Railroad Transportation 
By Charles E. Parks...........-+see00- Price 50 cents 


Selling Highway Freight Transportation 
By Charles E. Parks...........+.-- Cloth bound $1.00 


Traffic Law 
By G. Lloyd Wilson...........se-eeeee Price 50 cents 


Freight Classification and Rate Making 
By G. Lloyd Wilson...........+.++- Cloth bound $1.50 


Railroad Freight Rate Structure 
By G. Lloyd Wlison..............+. Cloth bound $1.50 


All books shipped postpaid. If ten or more books are 
ordered at one time, deduct 10% from purchase price. 


Please send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street 
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Chicago, Illinois 










































































































































































































































Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THe Trarric WorLp. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


May 10—Brooklyn, N. Y.—St. George Hotel—Examiner Konigsberg: 
FF 62—Kigler Forwarding Co., New York, N. Y., permit. 
FF-71—Texas Package Car Co., Houston, Tex., permit. 


May 10—Providence, R. |.—Narragansett Hotel—Examiner Garofalo: 
1. & S. M-2231—Hides, pelts, skins, N. Y. and N. J. to Mass. 


May 10—Richmond, Va.—Hotel Richmond—Examiner Patrick: 
MC F-2099—J. H. Cochrane, purchase, T. H. Motor Lines, Inc. 
MC F-2149—A J. Novick, purchase, J. G. Cox. 


May 10—Springfield, Mo.—U. S. Court—Examiner Higgins: 
MC F-2097—Frisco Transportation Co., purchase, Powell Bros. Truck 
Lines, Inc. 


May 10—Washington, D. C.—Examiner Romero: 
Finance 14185—Application of G. N. to acquire trackage rights over 
line of Nor. Pac. between Tacoma and Tenino Junction, Wash. 


May 11—Albany, N. Y.—Ten Eyck Hotel—Examiner Garofalo: 
|. & S. M-2210—Petroleum products from N. Y. and Vt. to N. H. 
MC 7921—W. D. Herr, Athens, N. Y., certificate or permit. 


May 11—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
i. & S. 5179—Unloading lumber at N. Y. Harbor. 


May 11—Portland, Ore.—Multnomah Hotel—Examiner Smith: 
MC F-2102—Bekins Transportation Co., purchase, Bekins Moving & 
Storage Co. (Wash.) et al. 


May 11—Springfield, Mo.—U. S. Ct.—Examiner Peterson: 
MC 89913 Sub. 11—Frisco Transportation Co., West Plains, Mo. 


May 11—Springfield, Mo.—U. S. Court—Examiner Higgins: 
MC F-2116—Missouri-Kansas & Oklahoma Coach Lines and South- 
western Greyhound Lines, Inc., pooling. 


May 11—Washington, D. C.—Examiner Berry: 
1. & S. 5205—Airplane engines in official territory. 

May 12—Binghamton, N. Y.—U. S. Court—Examiner Garofalo: 
MC 104136—Shafer Bros., Johnson City, N. Y., permit. 
MC 104091 Sub. 3—I. Heath, Kirkwood, N. Y., certificate. 


May 12—Brooklyn, N. Y.—Hotel St. George—Eaminer Konigsberg: 
28906—S. H. Kress & Co. vs. Newtex Steamship Corp. 
W-463—James Hughes, Inc., common carrier application. 


May 12—Portland, Ore.—Multnomah Hotel—Examiner Smith: 
MC F-2056—V. Flatt, purchase, Consolidated Freightways, Inc. 
MC F-2142—Consolidated Freightways, Inc., control, Sunrise Trail, 
Inc. 
MC F-2175—Consolidated Freightways, Inc., issuance of stock. 
MC F-2055—F.. McNutt and G. Mason, purchase, Consolidated Freight- 
ways, Inc. 
May 12—Washington, D. C.—Argument: 
Finance 13935—Cent. Vt. abandonment. 
May 12—Washington, Pa.—Fed. Bldg.—Examiner Miller: 
MC F-2161—J. H. Gladden, purchase, H. S. Anderson. 


May 13—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 

MC 3566 Sub. 10—Keeshin Motor Express Co., Inc., Chicago, Ill. 

May 13—Brooklyn, N. Y.—St. George Hotel—Examiner Schutrumph: 

* Finance 14137—Application of Bush Terminal for extension of its line 
by acquisition by lease of railroad trackage and other railroad 
facilities of Bush Terminal, in Kings County, N. Y. 

May 13—Indianapolis, Ind.—U. S. Ct.—Examiner Higgins: 

* MC F-2104—Haeckl’s Express, Inc., purchase, Lawrence Trucking Co. 


May 13—Jacksonville, Fla.—Mayflower Hotel—Examiner Patrick: 
MC F-2100—Refiners Transport & Terminal Corp., purchase, Motor 
Fuels Transport, Inc. 
May 13—Washington, D. C.—Argument: 
Finance 13991—C. & N. W. trustee abandonment. 
Finance 13992—C. St. L. & N. O. et al. proposed abandonment. 


May 14—Atlanta, Ga.—Henry Grady Hotel—Joint Board 101: 
MC 1501 Sub. 6—The Greyhound Corporation, Chicago, IIl., certificate 
to extend operations. 


May 14—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 34483—M. Brenner, New York, N. Y. 
MC 94823 Sub. 1—W. Crayton, Riverhead, N. Y. 
May 14—Chicago, I!|.—Sherman Hotel—Jt. Bd. 149: 
MC 12276—American Van Lines, Inc., Chicago, Ill., license. 
May 14—Chicago, I!l.—Sherman Hotel—Examiner Higgins: 
* MC F-2125—McClosky & Shaffer, Inc., purchase, S. J. Williams. 
* MC F-2164—J. Pomprowitz, purchase, J. F. Noble. 
May 14—Tacoma, Wash.—U. S. Ct.—Examiner Smith: 


s — L. Skeel, purchase, J. Kuhns and Grays Harbor Lines, 
2. 
* MC F-2137—Inter-City Auto Freight, 


Inc., 
Mover, Ine, 


purchase, McLean The 










May 14—Washington, D. C.—Examiner Gray: 
W-14—Atwacoal Transportation Co., exemption and permit, 
W-19—Fall River Navigation Co., permit. 


May 15—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
1. & S. M-2217 and Sup. 1—Fertilizer, N. J. to Long Island, n, Y 
points. ‘ 


May 15—Dothan, Ala.—Fed. Bldg.—Examiner Patrick: 
MC F-2119—Georgia Stages, Inc., purchase, St. Andrews Bay Trans. 
portation Co. 


May 17—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo; 
MC 88073 Sub. 2—Dade Brothers, Inc., Mineola, L. I., N. Y, 


May 17—Chicago, I!l.—Sherman Hotel—Examiner Higgins: 

* MC F-2113—G. H. Mickow, purchase, Advance Transportation Co, ; 
Illinois, Inc. . i 

* MC F-2141—Clipper City Transit Co., purchase, Ziffrin Truck Ling 
Inc. 


May 17—Madison, Wis.—Pub. Serv. Comm.—Examiner Peterson: 
MC 44354—Ortlepp Freight Service, Chilton, Wis., certificate or per. 
mit. 


1. & S. M-2200—Groceries and canned goods in Ill., Minn. and wy 


May 17—Pocatello, Ida.—U. S. Court—Examiner Smith: 
MC F-1989—Peerless, Inc., control, Karst Freight Lines, Inc. 


May 17—Washington, D. C.—Examiner Romero: 
* Finance 14175—Application of C. & E. I. to acquire trackage rights 
over a line of C. T. H. & S. E., in Sullivan County, Ind. 


May 18—Brooklyn, N. Y.—St. George Hotel—Examiner Garofalo: 
MC 23303 Sub. 1—F. Pampinella, R. Pampinella and B. Caputo, Brook. 
lyn, N. Y. 


May 18—Buffalo, N. Y.—Hotel Buffalo—Examiners Koebel and Burslem 
Ex Parte 128—Investigation of South Buffalo Ry. 


May 18—Hagerstown, Md.—Fed. Bldg.—Jt. Bd. 74: 
MC 104242—John S. Teeter & Sons, Inc., Gettysburg, Pa., certificate 


May 18—Madison, Wis.—Pub. Serv. Comm.—Jt. Bd. 13: 
MC 102353—Quaker Stretcher Co., Kenosha, Wis. 


May 18—Paducah, Ky.—U. S. Ct.—Examiner Bradford: 
MC C-353—L. V. Brandt Corp. vs. Hayes Freight Lines, Inc, 
MC 104304—Twelfth Street Garage, Paducah, Ky.,: certificate. 


May 18—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 12273—-Contract Carriers Sedan Travel Assn., San Francisco, 
Calif., license. 


May 18—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
* MC 11548 Sub. 1 EX—Way’s Redwood Empire Freight Lines, Eureka 
Calif., certificate of exemption. 


May 18—Washington, D. C.—Examiner Wilkins: 
1. & S. 5149—Exhibits for expositions and fairs in south. 
1. & S. 5174—Exhibits for fairs in official territory. 


May 18—Washington, D. C.—Examiners Coyle Aplin and Stillwell: 
1. & S. M-2222—Increased common carrier truck rates in east. 


May 19—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 17778 Sub. 11—B. & E. Transportation Co., Inc., Secaucus, N. J., 
certificate to extend operations. 
MC 60852—Warco Service, Inc., North Plainfield, N. J., certificate or 
permit. 


May 19—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 1394—Warren Transfer & Storage Co., Inc., Charlotte, N. C. 
MC 52368—Warren Transfer & Storage Co., Inc., Charlotte, N. C. 


May 19—Harrisburg, Pa.—Pub. Utility Comm.—Examiner Luce: 
MC 34518—Peters Trucking Co., York, Pa. 
May 19—Rochester, Minn.—Mayo Auditorium—Examiner Peterson: 
MC 42525 Sub. 1—Carey Transfer & Storage, Rochester, Minn., cer- 
tificate to extend operations. 


May 19—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 104218—Insured Drive-Away Service, San Francisco, Calif., cer 
tificate. 


May 20—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 1709 Sub. 1—Spring Valley Motor Coach Co., Inc., Spring Valley, 
N.Y. 
MC 29890 Sub. 3—Rockland Coaches, Inc., Bergenfield, N. J. 
May 20—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 142 and 145: 
MC 82815 Sub. 21—R-B Freight Lines, Inc., Aberdeen, S. D., certif 
cate to extend operations. 
May 20—New Orleans, La.—Jung Hotel—Examiner Patrick: 
MC F-2026—Sherburne Transportation Co., Inc., purchase, T. S. Seely. 
May 20—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 39906 Sub. 1—Vallejo Express Co., Vallejo, Calif., certificate to 
extend operations. 
May 20—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 65: 
MC 74239 Sub. 1—J. D. Kiessling, Williamsport, Pa., certificate to 
extend operations. 
May 21—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 145 and 142: 
MC 1509 Subs. 42 and 44—Northland Greyhound Lines, Inc., Minne § 
apolis, Minn., certificate to extend operations. 
MC 104293—J. Schuster, Glenwood City, Wis., certificate. 
May 21—Montgomery, Ala.—State Comm.—Examiner Yardley: 
MC 52704 Subs. 3 and 4—G. McClendon, Lafayette, Ala., certificate to 
extend operations. 
May 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Luce: te 
MC 65748 Sub. 1—East End Trucking Co., Pittsburgh, Pa., certifica 
to extend operations. 
(Continued on page 1120) 
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This poster, in color, is one of a series on the care of truck tires now available from your U. S. 
Truck Tire Distributor for posting in your garage where every driver can see it. 


It is but one small part in the complete new system of “TRANSPORTATION MAINTENANCE” 
that is helping thousands of truck operators save rubber, cut costs and avoid delays. 


CALL YOUR INDEPENDENT “U.S.” TRUCK TIRE DISTRIBUTOR 


UNITED STATES RUBBER COMPANY 


1230 Sixth Avenue « Rockefeller Center « New York 





















































With the increased regulation of the transportation in- 
dustry by the government, traffic men—carriers, shippers 
and consignees—are continuously running into new prob- 
lems. This has created a real need for a reference book 
that gives information about the regulatory laws, about 
court decisions that interpret these laws, about the com- 
missions and their personnel that administer the laws and 
about the men who practice before these bodies. It is to 
meet this need that the NATIONAL GUIDE OF ATTOR- 
NEYS AND PRACTITIONERS has been published. 


WHAT IT CONTAINS 


Attorneys: Geographical list of counsel before Federal 
and State Administrative Tribunals, the Interstate Com- 
merce Commission and the Maritime Commission. 

Practitioners: Geographical list of Practitioners before 
the Interstate Commerce Commission and the Maritime 
Commission. 

Legal Staff of Carriers: Attorneys on the staff of the 
railroads and motor lines. 

Biographical Data: Counsel specializing in practice be- 
fore federal and state administrative tribunals. 

Regulatory Commissions: State and Federal regulatory 
boards and commissions with members. Regional offices, 
District Directors. Members of the House and the Senate 
Committees on Interstate Commerce. 

State Transportation Laws: Digest of state laws affect- 
ee and air transportation. 

igest of Court Decisions: Important Shipping, Loss and 
Damage, and Miscellaneous Court decisions on traffic. 

Questions and Answers: Authoritative answers to 151 

traffic questions. 


BACKED BY 35 YEARS' EXPERIENCE 


The new NATIONAL GUIDE OF ATTORNEYS AND 
PRACTITIONERS is ory by TRAFFIC SERVICE 
CORPORATION, which has had 35 years’ experience in 
the traffic field as publishers of TRAFFIC WORLD and 
associated publications. This is your assurance that the 
GUIDE is accurate, practical and authoritative. 


SPECIAL FREE EXAMINATION OFFER 


Without any cost or obligation on your part we will be 

lad to send you, postpaid, a copy of the NATIONAL 

UIDE which was published in mid-1942 and a FREE 
copy of the new 24-page SUPPLEMENT that has just been 
published to bring it up to date. Get a copy of the GUIDE 
and examine it—use it—and then decide for yourself just 
how valuable it is. If after using it you decide you want 
to keep it approve our invoice for $5.00—just half the 
regular price. However, if, for any reason, you are not 
satisfied return them and that will end the matter. 


TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago 
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Personal Notes 









The Legion of Merit has been awarded by General Eisen. $49 
hower to Lt. Col. Frederick W. Okie, transportation Corps, fifa 
army service forces, for valorous action under fire in the North |# 
African theater of operation. Lt. Col. Okie was superintenden; 
of the Southern Railway at Birmingham, Ala., before Zoing 
on active army duty. 

C. R. Kennedy has been appointed superintendent, em. 
ployment bureau, Northern Pacific, St. Paul, Minn., succeedj 
A. N. Page, who has retired after serving with the railroads 
more than 50 years. 

R. L. Sims has been appointed assistant superintendent 
West Hannibal division, for the Chicago, Burlington and Quinc, 
Railroad, at Brookfield, Mo. : 

R. J. Breton has been appointed superintendent, San Fran. 
cisco terminal division, for the Santa Fe coast lines. 

The Baltimore and Ohio has announced the following ap. 
pointments: H J. Cartier, district freight agent, Detroit; 0, k 
Sanders, division freight agent, Toledo, O., succeeding Arthuy 
Maedel, who retired; A. A. Catlett, district freight agent, S 
Louis. 

The following have been elected officers of the reorganize; 
Fort Dodge, Des Moines and Southern Railway: C. H. Crooks 
president and general manager; Walter R. Dyer, vice-presiden 
and general counsel; Carl A. Dixon, vice-president and secre. 
tary; Frank M. Johnston, vice-president and treasurer; Ira A 
Swander, assistant treasurer, all at Boone, Ia. 

Thomas H. Routenberg has been appointed freight traffic }’, 
agent at Washington, D. C., for the Nashville, Chattanooga ]% 
and St. Louis Railway. por 

Oliver A. Johnson has been appointed asssitant general 
freight agent for the Springmeier Shipping Company at St fi 
Louis. : 

William Y. Wildman, chairman, marketing division, South ¥4 
ern Illinois Coals, Inc., spoke on “The Bituminous Coal Act o #! 
1937” at a luncheon meeting of the Chicago chapter of th fj 
— of Interstate Commerce Commission Practitioner ]: 
May 7. 


Paul J. Neff has been appointed executive asssitant for the ]% 
Missouri Pacific at Houston, and senior executive assistant in | 
charge of the Gulf Coast Lines and International-Great North- }%% 
ern Railroad. He succeeds H. R. Safford, who died April 10. 
Harry L. Schaeffer has been appointed general passenger traf- 
fic manager, system, St. Louis. Roy L. McDermott has been 
elected vice-president and general manager, and George W. 
Marriott has been appointed assistant general manager, both } 
for the Missouri Pacific Transportation Company, St. Louis. }% 
T. D. Moss has been appointed assistant passenger traffic man- 
ager, St. Louis. 


A. B. Carver, assistant traffic manager, Coca-Cola Com- §¥ 
pany, has transferred his headquarters from Atlanta, Ga., to 
Baltimore. Paul H. Hardin has been appointed assistant traf- [1% 
fic manager, Atlanta. 






Robert V. Fleming, president and chairman of the board } 
of The Riggs National Bank, Washington, D. C., and Harold |i 
B. Clark, senior member of White, Weld and Company, New b roe 
York investment brokers, have been elected to the board of 
directors of Pennsylvania-Central Airlines Corporation. C. Be- 
dell Monro has been reelected president, a position he has held 
since 1934. He is also a member of the board of directors 
Other directors renamed at the annual meeting are: J. H 
Carmichael, vice-president of P. C. A.; W. Venning Couchman, 
member, Cohu and Torrey, New York; John W. Donaldson, 
vice-presdient, Schroeder Trust Co., New York; Armand Erpf, 
member, Carl Loeb, Rhoades & Co., New York; George R. 
Hann, president, Pittsburgh Business Properties, Inc.; Loren2z}% 
Iversen, president, Mesta Machine Co., Pittsburgh; George T.4 
Ladd, president, United Engineering and Foundry Co., Pitts-}: 
burgh; John L. Loeb, Carl M. Loeb & Co., New York; C. L. }j 
McCune, vice-president, Lewis Production Co.; S. Stewart Mit [s 
chell, member, O’Brian, Mitchell & Co., Buffalo; R. S. Richards, & 
member, Kay, Richards & Co., Pittsburgh; Henry A. Roemer, 
chairman, Pittsburgh Steel Co.; J. J. O’Donovan, vice-presl- 
dent of P. C. A.; Robert J. Wilson, vice-president-counsel of 
P. C. A.; R. G. Lochiel, treasurer and comptroller of P. C. 4 

John Andrew Ronan, for more than 25 years active # 
practice as a commerce attorney at Chicago, died May 2. 

Two veteran employes of the Pennsylvania Railroad Tf 
tired this week and two others received gold service button 
for 50 years of continuous service with railroad. W. D. Wiggins 
vice-president, engineer, retired with a record of 48 ye 
service, and John W. Byrne, special representative at T 
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PEORIA GATEWAY 
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For information write to 
E. F. Stock, Traffic Manager 
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TRAFFIC WORLDS” 


Okla., with 52 years. The two men honored for a half centy we” 
each of service were Frank A. Rosenbaum, train dispatcher # 
and C. J. Peterson, freight station clerk, both of the Chicagy * 
terminal division. C. P. Fisher, superintendent of the division fy 
presented the gold buttons to them. 

E. D. Morrison has been appointed general agent for the 
Denver and Rio Grande Western, in charge of the newly con.” 
solidated freight and passenger departments of that railroagi” 
at Colorado Springs, Col. F. E. Nemec, district passenger 
agent, will report to Mr. Morrison. 

George N. LeMaire has been appointed commercial agent 
for the Advance Transportation Company of Wisconsin. He was 
formerly with the Michigan-Interstate Motor Freight Company, 

The General American Transportation Corporation haf 
elected three new vice-presidents: Horace E. Coyl, Chicago: 
William J. Stebler, Sharon, Pa., and Donald H. Smith, Chicago, 
Cyrus L. Philipp has been appointed sales department directo; 
in addition to his duties as head of the company’s refrigeratg 
car operations and the Union Refrigerator Transit Lines. Othe 
appointments include O. J. Parks, mechanical assistant to th 
first vice-president; E. J. Campbell, chief maintenance officer 
and J. C. Acworth, assistant vice-president, all at Chicago. 

Karl J. Eisenhardt, president, Coastal Tank Lines, Ine. 
has been appointed special representative of the Board of Eq§ — 
nomic Warfare and special assistant to the United States an{ AN 
bassador to Venezuela. His headquarters will be at Caraca} ~ 

‘roca nommarnecetnitine Rail 
CHANGES IN DOCKET 

Hearing fourth section appl. 19474, May 4, Washington, D. C., cap 
celed and reassigned June 3, Washington, D. C., Examiner Job. 

Hearing MC 52704 Subs. 3 and 4, May 5, Montgomery, Ala., post- 
poned to May 21, State Comm., Montgomery, Ala., Examiner Yardley 

Hearing W-81 and W-217, May 6, Brooklyn, N. Y., postponed ty 
date to be fixed. 


TRANSPORTATION TAX REPEAL 


Representative Fulmer, of South Carolina, has introducei 
H. R. 2593, a bill to repeal the tax on amounts paid for trans 
portation of property. 


DOCKET OF THE COMMISSION 


(Continued from page 1116) 


May 21—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 11: 
MC 75812 Sub. 23—Lang Transportation Corp., Vernon, Calif., cer 
tificate to extend operations. 


May 22—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 206: 
MC 104248—M. J. Express Lines, Charleroi, Pa., permit. 


May 22—Texarkana, Ark.—Fed. Bldg.—Examiner Patrick: 
MC F-2088—J. P. Kittrell et al., purchase, C. W. Burgess and H, H. 
Russell. 


May 24—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: “ 
MC 68624 Sub. 1—Union Van Line, Inc., Chicago, Ill., license, 


May 24—Cleveland, O.—Hotel Cleveland—Examiner Luce: 
MC 39720 Sub. 3—A. J. Herron, Salem, O., certificate to extend opera- 
tions. 


May 24—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 
MC 78786 Sub. 123—Pacific Motor Trucking Co., San Francisco, Callf., 
certificate to extend operations, 


May 24—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 24: 
MC C-364—Middlewest Motor Freight Bureau vs. Red Truck Line. 


May 24—Washington, D. C.—Examiner Archer: 
26459 and 26462—F.. E. C. Ry. vs. A. C. L. et al. 


May 25—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119 and Examinet 
Garofalo: 
MC 3647 Subs. 38 and 39—Public Service Interstate Transportation 
Co., Newark, N, J., certificate to extend operations. 
MC 39984 Sub. 1—Samuel Schapiro, Inc., Elizabeth, N. J., certificate 
to extend operations. 


May 25—Charlotte, N. C.—Charlotte Hotel—Jt. Bds. 7 and 364 ani 
Examiner McCaslin: 
MC 103144—W. T. Holt, Inc., South Richmond, Va. 
MC 101022 Sub. 5—Willett Bros. Transportation, Roanoke, Va. 
MC 103142—Miller Motor Line, Inc., Richmond, Va. 


May 25—Cleveland, O.—Hotel Cleveland—Jt. Bd. 27: 
MC 40320 Sub. 1—Cleveland & Chicago Motor Express Co., 
O., certificate to extend operations. 


May 25—Las Vegas, Nev.—Fed. Bldg.—Jt. Bd. 78: 
MC 104241—C. G. Craig, Nipton, Calif., permit. 


May 25—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 143: ' 
MC 104300—Community Truck Line, Bird Island, Minn., certificate. 


May 25—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Lawton: 
MC C-360—Minimum class rate restrictions—central and eastern states 
1. & S. M-2160—Minimum class rate stops in central and eastern states 
1. & S. M-2149—Minimum rate stops in the east and New Eng 

1. & S. M-2196—Minimum class rate stops in eastern states. 

1. & S. M-2192—Rate restrictions between central and eastern points. § 
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